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HE annual convention of the American Association of Gen- 
eral Passenger and Ticket Agents at St. Paul, Minn., last 
week was one of the best meetings this organization has ever 
held. There is, we suspect, a belief in some quarters that its 
gatherings are in the nature of junkets. If this ever was the 
case, it is not now.. There are many problems connected with 
the passenger service which can be better solved by co-operative 
study and investigation by the passenger officers of all the roads 
than by them individually, and to a number of these problems 
the association has been addressing itself with good results. A 
disposition to attempt in this way the solution of more numer- 
ous problems was indicated by the tone of the St. Paul meeting 
and by the inaugural remarks of the new president of the asso- 
ciation, C. A. Cairns of the North Western. Among the mat- 
ters mentioned by Mr. Cairns to which he thought the associa- 
tion should give attention, is that of making changes in adver- 
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tising methods which would render railway advertising no less 
effective but more economical, and that of having printed annu- 
ally or semi-annually a manual of coupon tickets. One very 
important subject which was on the docket for this year’s meet- 
ing, but consideration of which was postponed to next year, was 
that of charging extra fares for extra passenger service. The 
subject may have been suggested by the announcement of the 
Atchison, Topeka & Santa Fe that it will this winter put in serv- 
ice from Chicago to California a new “train de luxe,” on which 
an extra fare of $25 will be charged. In order to make sure that 
all the important problems which the association should consider 
will be brought before it, a committee was appointed at the sug- 
gestion of President Cairns to co-operate with the secretary in 
preparing the docket for next year’s meeting. The developments 
of recent years have increased the importance of the passenger 
business in the eyes of railway men. The earnings from it have 
on the average grown slightly more in proportion than the earn- 
ings from the freight business, and, at times, when the freight 
business has violently declined, the passenger business has stayed 
as good as before, or become better. There can be no serious 
question that it does not contribute to railway earnings in pro- 
portion to what it costs, but it seems probable that as population 
throughout the country becomes denser and more uniform the 
ratio of passenger to freight earnings will steadily increase. lf 
this be true the proper solution of problems relating to its 
satisfactory and economical handling will grow more important, 
and the importance and usefulness of the work of the principal 
association studying these problems will likewise increase. 


HE subject suggested by the decision of the Santa Fe to 
put in service an excess fare train is one of the most im- 
portant to which the passenger men can give consideration. It is 
a remarkable fact that while there has been for years a pro- 
gressive differentiation in the kind of passenger service reu- 
dered by the railways of the United States, there has been no 
corresponding differentiation in the charges made for it. On 
most roads there is one rate for the passenger who rides in the 
day coach. If he should choose to ride in a sleeping or parlor 
car he pays in addition the sleeping or parlor car rate. If an 
observation car be added the passengers in the standard sleeping 
cars get the use of it without any additional charge. If, further, 
a buffet smoking car be added they get the use of it also with- 
out any additional charge. On most roads the passenger likewise 
pays the same rate whether he rides in a sleeping car on a slow 
train which has neither an observation nor a buffet smoking car 
or travels on a much faster train on which there are both 
of these kinds of cars. The only roads on which excess fares 
heretofore have been charged for extra service are the lines 
between Chicago and New York, the extra fares in these cases be- 
ing based on differences in schedule time. Obviously, the passenger 
on the fast train equipped with an observation car, a buffet 
smoking car, a valet, a barber, a maid, a victrola, etc., and who, 
perhaps, is served a table d’hote dinner which costs the railway 
a good deal more than he pays for it, is given a service which 
costs the railway more, and is worth more to him than is that 
given on an ordinary and much slower train; and there is no 
logic in charging the same rates on both. The United States 
is the only leading country in the world where the flat passenger 
rate has obtained. In England there are three classes of pas- 
senger service and rates, not including working’ men’s rates, 
etc. In Prussia there are four classes of rates and service, and in 
France, three classes. In Hungary and Austria there are three 
classes of express trains and three classes of accommodation 
trains, on all of which the rates are different. The result of the 
charging of flat passenger rates in the United States has been 
that for some service more has been charged than it has been 
worth, and in other cases more service has been given than has 
been charged for. A more scientific differentiation of passenger 
charges could be made which would bring in greater revenue 
to the roads, and at the same time more nearly give to all per- 
sons service of the kind and cost that they want. 
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THE RAILWAYS AND DEFEATED RECIPROCITY. 
HEN trade, whether within or across national boundary 
lines, increases, the railways get a large part of the in- 
crease. The political avalanche in Canada has swept into the 
future trade reciprocity between two industrious and cognate 
people. Directly and immediately the future loss has fallen on 
the border railway systems., But the remoter railway traffic 
would probably have been considerable. Take such staples alone 
as grain, cattle and lumber affected by the reciprocity agree- 
ment, saying nothing of such products as those of the smaller 
fields and the dairy. Such traffic has obviously a far wider 
distribution than border territory. Allowance must also be 
made for prospective natural development of railway business 
to and from a-country which in 1910 had a railway single 
trackage of 31,429 miles, a capital cost of $1,719,069,401, and 
which has largely expanded her railway system during the past 
year. All these possibilities have been much impaired, if not 
destroyed, by a sentimental campaign cry and the raising of 
the ghost of “annexation.” But the loss is fortunately potential 
instead of actual. Both countries lose something which they had 
not yet obtained. 

There remain also still the natural conditions which make 
for railway extension between the two countries. Govern- 
ments may desire theoretically to protect their own railway 
corporations against invading interests, and the electorate, in the 
doctrinal sense, may share the same view. But in such cases 
local interests are almost certain to be controlling. No central 
authority can set itself up for long—even if autocratic—against 
the local advantages of a community seeking urgently a new 
railway, even if such a new line does not break a monopoly; 
and on each side of our northern boundary line there is not 
an autocracy, but a federation of states or provinces. The 
New Haven has practically already, without resistance, pushed its 
way into Canada. On the other hand, the Grand Trunk’s in- 
‘vasion of New England has been warmly and officially wel- 
comed in Massachusetts and Rhode Island. If this is the case 
in such old communities, it is even more true of the western 
boundary where the Hill lines and the Canadian Pacific are 
rivals for the new wheat fields, and where the staple and al- 
most exclusive product must seek by the railway a distant 
market. No community rejects a new railway line unless it 
has to tax itself for construction—not very often even then. 
The rejection of reciprocity may retard the criss-crossing of the 
border by new railway lines. It is very far from checking it, but 
the new lines may have to wait longer for profitable traffic. 

Turning from the international aspects of the subject to Can- 
ada herself, there would be a very interesting situation dis- 
closed if politics and partisanship really “meant business,” and 
the parliamentary utterances of the coming premier, Mr. Bor- 
den, and other opposition leaders, forecasted genuine policies. 
Reading past debates in the Canadian parliament, it would seem 
- as though the incoming Conservatives were committed to a 
pretty radical overhauling of the details of the old govern- 
ment policy. In connection with the building of the Grand 
Trunk Pacific, no accusation was too severe to charge against 
the Laurier administration. As now recalled, special stress was 
laid on the failure of the Laurier cabinet to compel the Grand 
Trunk to seek and develop terminals in the maritime provinces 
rather than transfer business to New England. But all this 
was “before election.” Nor did railway questions—a delicate 
subject for each party to handle on the stump—figure in the 
canvass, nor have we thus far seen any reference to them as in- 
fluencing the unlooked for result at the polls. Conditions now 
shift about, and criticism, if it comes at all, against the elements 
of a general policy of government railway promotion to which 
both sides are committed will come from the new opposition 
and Liberal side. There may be some attempt of the Con- 
servatives, newly in office, to expose old shortcomings in the 
lavish railway policy, but even that is unlikely when the party 
in power is entrenched behind a large working majority of the 
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Commons—and, if the Canadian precedent is followed, likely to 
be entrenched for a good many years. 

Indeed, it seems more than probable that the Conservative 
leaders will surpass their outgoing rivals in their policy of sub- 
sidies and rapid railway development, especially in the Cana- 
dian West, in which, as a whole, the Conservatives have been 
weak, and where low tariff sentiment, as against the high tariff 
policy for the benefit of the East, must be placated. In that 
great and growing region of the wheat farms there is a po- 
litical and party motive to encourage railway expansion. But 
there is also a more general motive. During the campaign 
“Canada for the Canadians” was a slogan. The outlined Liberal 
policy, that is to say, has been acutely nationalistic, and with 
that policy rapid railway extension obviously squares. If there 
are new railway issues to spring up in Canada they are much 
more likely to arise from the rivalries of the Canadian Pacific 
and the Grand Trunk than from any deviations of governmental 
programs. 





THE GOVERNORS AND THE MINNESOTA RATE CASE. 
HE state governors who met recently at Spring Lake, N. J., 
appointed a committee headed by Governor Harmon of Ohio 
to appear before the Supreme Court of the United States when 
the Minnesota rate case comes before that body. Its duty will 
be to defend states’ “rights” from the destruction which the gov- 
ernors would have us believe would result from an affirmance 
by the Supreme Court of the decision rendered by Judge San- 

born of the United States Circuit Court in the case mentioned. 

In order to comprehend just what Judge Sanborn’s decision 
means, and just what would be meant by such a decision as 
the committee of governors will try by extra judicial pressure 
to get from the Supreme Court, it is necessary to consider both 
the legal and economic aspects of the Minnesota case. The fed- 
eral constitution empowers Congress to regulate interstate and 
foreign commerce. There is reserved to the states the power to 
regulate commerce within their borders—an authority which it 
repeatedly has been held must not be so exercised as to burden 
or interfere with interstate commerce. 

The state traffic of railways is a relatively small part of the 
total. For many reasons. it costs more per ton mile and per 
passenger mile to handle than interstate traffic does, the prin- 
cipal of these reasons being that state hauls are on the average 
much shorter than interstate, and are more commonly made on 
branch lines where operating expenses are high in proportion 
to the amount of traffic. Because it does ordinarily cost more to 
handle state than interstate traffic, the state rates should or- 
dinarily be higher per ton per mile than the interstate rates. 
The state rates cannot ordinarily be reduced below the inter- 
state rates without forcing reductions in the interstate rates. A 
traveler going from a point in Illinois to a point in Missouri, 
or from a point in Minnesota to a point in South Dakota, would 
not pay an interstate rate of 3 cents a mile if the several states 
had fixed a rate of 2 cents a mile. He would pay 2 cents a mile 
to St. Louis, for example, get off there and buy a new ticket, pay- 
ing 2 cents a mile to his destination. For similar reasons it is 
impossible to long maintain interstate freight rates higher than 
state freight rates. 

The legislature and railway commission of Minnesota fixed 
both passenger and freight rates which were lower than the inter- 
state rates. The result was to compel the railways either to 
reduce their interstate rates, or, if they maintained them even 
temporarily, unfairly to discriminate against interstate commerce. 
They reduced them. Judge Sanborn held most explicitly that the 
states have a right to regulate rates within their borders so long 
as they do not burden or interfere with interstate commerce, 
but that when, as in this case, the necessary effect of state regu- 
lation is to compel reductions in interstate rates, or discrimi 
nation against interstate commerce, the regulation burdens and 
interferes with interstate commerce, and is unconstitutional. 
It would be uncivil to assume the governors were ignorant ©! 
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the fact that Judge Sanborn explicitly held that the states will 
have, as they always have had, the power to regulate rates with- 
in their own limits when such regulation does not interfere with 
interstate commerce. Their protest against his decision must then 
mean one of two things: 

(1) It may mean that they do not believe that a reduction of 
state rates below the corresponding interstate rates necessarily 
pulls down the latter, and think that the states have a right to 
make state rates lower than the corresponding interstate rates. 
If this is the case, their position is that the states have a right to 
compel the railways to accept lower rates for the more costly 
state transportation than they receive for the less costly inter- 
state transportation. In other words, while the state commissions 
uniformly take the position that the railway may not entirely dis- 
regard cost in fixing rates, the governors take the position that 
the states may, in fixing rates, make a lower rate for the more ex- 
pensive state haul than Congress and the Interstate Commerce 
Commission permit the railways to charge for the less expensive 
interstate haul. 

(2) If, on the other hand, the governors recognize the fact 
that a reduction of state rates below the corresponding interstate 
rates will compel a reduction of the latter, then they are con- 
tending that the states have a right to reduce state rates even 
when the direct and necessary effect will be to compel reductions 
in interstate rates. It may be said that if it can be shown that 
on the existing state rates the railways are earning more than 
a fair return, the states should have a right to reduce them re- 
gardless of the effect on interstate rates. But while it has been 
held that rates, either state or interstate, may not be so reduced 
as to deprive railways of a fair return, it has not been held 
that railways may not be permitted to earn as much more than 
the so-called fair return as the regulating authority may deem 
expedient. Therefore, Congress and the Interstate Commerce 
Commission have authority to let the railways earn from their 
interstate business not merely 6 per cent., or 7 per cent., but 
much more, if they regard this as in the public interest. In the 
exercise of the authority given it by Congress the interstate com- 
mission has fixed rates from Atlantic seaboard points and Chicago 
to the Missouri river and to Denver, from Chicago and numerous 
points to the southwest, and is now trying to fix rates from all 
points in the United States on and east of the Missouri river 
to Spokane, Salt Lake City, Reno, Phoenix and other so-called 
intermountain points. In other words, the commission has fixed, 
or is fixing, rates which cover almost the entire United States. 
These rates have been ordered in pursuance of a policy which 
the commission as the agent of Congress believes to be right. 
Now, obviously, if each state may reduce the rates within its 
borders, and the reduction of the rates of each state compels re- 
ductions in interstate rates, it necessarily follows that the states 
may compel reductions in all the rates which the Interstate 
Commerce Commission has fixed as reasonable, thereby completely 
nullifying the policy of regulating interstate commerce, which has 
been constittitionally adopted by the commission and by Congress. 

It appears, then, that the position of the governors is that the 
states have a right to regulate their internal commerce as they 
please, regardless of the extent to which this regulation may 
discriminate against or interfere with interstate commerce, and 
regardless of the extent to which it may nullify the policy that the 
federal government adopts for the regulation of interstate com- 
merce. But it has always been held that the power of the nation 
‘o regulate interstate commerce is supreme and exclusive. There- 
fore to say that in assuming the attitude they are the governors 
defending states’ “rights”—that they are trying to prevent usurpa- 
tion of the power of the states by the federal government—is 
wholly incorrect. What they are seeking to do is to establish 
tates’ “rights” with reference to interstate commerce which never 
existed and to secure for the states powers which they never 
possessed. This being the case, if the Supreme Court makes 
short work of their representations nobody who understands the 
true situation will be much surprised—not even the lawyers among 
the governors themselves, 
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ILLINOIS CENTRAL. 

AVING set its house in order, the Illinois Central turned 
to and, in the fiscal year 1911, earned $3,500,000 surplus 
after the payment of 7 per cent. dividends, as compared with a 
surplus of $180,000 in the previous year; this despite uncertainty 
in general business conditions, increased wages and increased fuel 
costs. Gross earnings in 1910 were the largest in the history 
of the company, but in 1911 the road earned $60,980,000, or 5.34 

per cent. more than in 1910. 

To turn to history for a moment it was natural that, after 
such a bitter fight for control as that which took place on the 
Illinois Central in 1907 and after the displacement of Stuyvesant 
Fish, who had been in such complete control of the property 
and so close to its operation, there should be a period of un- 
certainty and disorganization in the affairs of the company. 
Even if Mr. Harriman himself had become president of the 
Illinois Central, it is probable that he would have needed some 
time to gain the entire loyalty of the officers. The lack of strong 
control and co-operation among all the officers was manifest in 
various ways, the most glaring of which was the organized 
scheme by which certain officers of the road were able to steal 
money from their company through the expenditure made for 
car repairs. This had a far reaching effect that was possibly 
even more detrimental in its indirect consequences than in the 
direct loss of money to the company. In 1910 the company 
cleaned house, and the principles of operation which have done 
so much to make the Union Pacific what it is were introduced on 
the Illinois Central. It is inconceivable that the extraordinarily 
good results shown this year are not due in part to the new 
operating head of the company who received his training on the 
Union Pacific. 

The property itself, as well as the annual report for 1911, is 

testimony to this fact. It is manifest in the property in in- 
numerable small ways, even to the straightening of the toe line; 
it is evident in the greater frankness of the annual report in the 
inclusion of detailed figures for maintenance and transportation 
figures, figures which are even more detailed than those required 
by the Interstate Commerce Commission’s classification. 
_ The problem on the Illinois Central in recent years has been 
to handle the traffic that offered itself for carriage. The main 
north and south line of the Illinois Central runs from Chicago to 
New Orleans; the western lines, so-called, run from Sioux Falls, 
Sioux City, Onowa and Omaha to Chicago. It has been the 
habit in speaking of the Union Pacific to say that its own lines 
end at Omaha, its principal interchange of traffic for Chicago 
being with the Chicago & North Western. As a matter of fact, 
of course, the Illinois Central’s western line is the eastern end 
of the Harriman Lines running directly from San Francisco 
to Chicago. The Chicago & North Western, with its double- 
track road, can offer facilities of interchange on passenger traffic 
that makes it more advantageous for the Union Pacific to send 
its through passenger trains to Chicago over this road; but there 
is a very large volume of freight business exchanged betweer: 
the Illinois Central and the Union Pacific at Omaha. 

It is, however, on the north and south line that the principal 
efforts of the management to increase the facilities have been 
bent. The details of these efforts do not permit even of out- 
lining in these comments. Last year $3,580,000 was spent for 
addition and improvements, of which $165,000 was charged to 
income. The results, however, are plain to read in the com- 
pany’s report for this year. 

The company, operating 4,563 miles, earned from freight rev- 
enues in the fiscal year ended June 30, 1911, $40,680,000, an in- 
crease of $1,900,000 over the previous year. The company earned 
$12,930,000 from passengers last year, an increase of $1,046,000 
over the year before. The increase in freight revenue was due 
to a longer average haul and to a higher average revenue per 
ton per mile and not to a greater amount of freight carried. 
The increase in passenger revenue was due to an increased num- 
ber of passengers, a slightly longer haul and a slightly higher 
average revenue. The tons of revenue freight carried in 1911 
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totaled 27,490,000; in 1910, 27,590,000. The average haul was 
243 miles last year, and 238 miles the year before; the average 
revenue per ton per mile was 0.609 cents in 1911, and 0.589 cents 
in 1910. The number of passengers carried totaled 26,800,000 in 
1911, and 25,240,000 in 1910. The average haul in the two years 
was 26.10 miles in 1911, and 25.76 miles in 1910; the average 
revenue per passenger per mile was 1.848 cents last year, and 
1.827 cents the year before. The increase in passenger business, 
while probably in part due to the more active work of the traffic 
department, is quite surely also due to the better facilities which 
the operating department provided, the fewer delays to trains, 
and the climination of delays at Chicago. 

The longer haul for freight and the higher revenue per ton 
per mile are accounted for by the considerably greater activity 
in the traffic department last year, as evidenced by the estab- 
lishment of a new commercial agency at Minneapolis, Minn.; 
a freight and passenger agency at Sacramento, Cal.; the addition 
of contracting and soliciting forces at the agencies at New 
York, Boston, Mass.; Pittsburgh, Pa.; Evansville, Ind., and Port- 
land, Ore.; and the appointment of an assistant industrial and 
immigration agent to represent the company in the South. The 
success of these efforts was made possible by the improvement 
in the operating department, the more prompt handling of freight, 
and the elimination of congestion. Of course, weather condi- 
tions helped this year as compared with the year before, but 
added facilities and an actual improvement in the handling of 
trains over the road went even further than mild weather to ob- 
tain the results shown. 

In 1911 the Illinois Central carried 4,980,000 tons of products 
of agriculture. This is 18.14 per cent. of the total tonnage, and 
compares with 4,910,000 tons carried in 1910. The 1910 tonnage 
of agricultural products was 17.79 per cent. of the total tonnage 
in that year. The tonnage of miscellaneous commodities not 
coming under any of the five heads usually used for classification, 
‘totaled 2,750,000 tons last year, or 10.02 per cent. of the total 
tonnage, as against 1,740,000 tons, or 6.32 per cent. of the total 
tonnage in 1910. The tonnage of products of mines last year 
amounted to 9,640,000, or 35.06 per cent. of the total tonnage, 
and in 1910 to 10,120,000 tons, or 36.70 per cent. of the total ton- 
nage. Lumber furnished 4,630,000 tons, or 16.86 per cent. 
of the total tonnage last year, and 4,980,000 tons, or 18.04 per 
cent. of the total tonnage the year before. 

When a company shows an increase of but 1.24 per cent. 
in operating expenses in a year when a considerably larger ton 
and passenger mileage is handled, and when the rate of wages 
of not only trainmen, enginemen, telegraph operators and other 
transportation employees was increased, but also the wages of 
laborers on maintenance of way on the northern and western lines, 
and the wages of section foremen, bridge and building foremen, 
and waterworks foremen over the entire system, it is worth 
while making a study of the details of the expense account. In 
the case of the Illinois Central, naturally the first items to be ex- 
amined are those showing cost of maintenance of equipment. 
Repairs of freight cars in 1911 cost $4,840,000, as against $7,- 
400,000 in 1910; a saving of $2,560,000 in this one item. And ap- 
parently nearly as much work was done in 1911 as in 1910; 
54,466 freight cars receiving medium repairs in 1911, as against 
53,576 in 1910, and 30,435 cars receiving heavy repairs last year, 
as compared with 36,574 the year before. A new policy has been 
adopted in regard to the charge for depreciation of equipment, 
as shown rather strikingly by a charge of $1,160,000 for depreci- 
ation of freight train cars in 1911, as against a charge of $269,000 
for this account in 1910. This alone would be a fairly good in- 
dication that the savings effected in expenses were economies 
and not a scaling down of maintenance. 

In the details of transportation expenses, the higher wages 
and the increased fuel cost, due to an increase in miners’ wages, 
are evident; but, notwithstanding this and the greater traffic 
movement, total transportation expenses amounted to $21,330,000 
last year, en increase of but $1,600,000 over the year before. 
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In 1911 the Illinois Central sold $10,940,000 refunding 4 per 
cent. bonds of 1908-1955. The Indianapolis Southern, which has 
heretofore been operated separately, but control of which was 
owned by the Illinois Central, was sold under foreclosure and 
bought in by the Illinois Central. 

The balance sheet of the company is a cross section of the 
company’s affairs that is consistent with the rest of the showing 
in the annual report. Cash on hand at the end of 1911 amounted 
to $15,140,000, as compared with $2,220,000 on hand at the end 
of 1910. Total working liabilities amounted to $7,480,000 at the 
end of 1911, and to $7,310,000 at the end of 1910. There has been 
an investment of $19,160,000 in road and equipment for capital 
expenditures since June 30, 1907. 

The following table shows the figures for operation of the 
Illinois Central in 1911 as compared with 1910: 


1911. 1910. 
Average mileage operated .......... 4,563 4,551 
Pe ONES eo ohne Skane $40,682,197 $38,777,758 
PROSONGCT TEVROUC «2c <ccccccscces 12,925,004 11,881,014 
Total operating revenues............ 60,977,031 57,884,721 
Maintenance of way and structures 7,523,295 7,607,891 
Maintenance of equipment......... 12,317,364 13,502,250 
BEMIS: Cie Rb Lown eeus soda phew. 1,334,163 1,246,382 
AMOMUMNUTORISINE. sax Sabie asa see's’ 21,333,835 19,734,911 
Total operating expenses............ 43,856,228 43,320,730 
DN Sa ea ero ae 2,671,290 2,524,899 
Net operating income...........e00. 14,393,049 12,004,674 
Gross corporate income............+.. 21,135,487 17,289,283 
Net corporate income............... 11,315,344 7,833,198 
Additions and hetterments........... 164,847 korahuuecs 
SUMMING) cnt anca ska bosseee wis ses 7,650,720 7,650,720 
MEE ys Ocne we kasi wks ukaweuse 3,499,777 182,478 





LEHIGH VALLEY. 
HE Lehigh Valley is both a hard coal and a trunk line, but 
a trunk line without connections of its own west of Buffalo. 
The increase of $1,520,000 in gross revenue shown in the fiscal 
year ended June 30, 1911, as compared with the previous fiscal 
year was due, however, to a greater tonnage of hard coal moved 
and not, apparently, to any improvements in its trunk line busi- 
ness. Total operating revenue amounted last year to $37,- 
690,000, and, of this total, revenue from coal freight amounted 
to $17,160,000, an increase of $1,330,000 over 1910; while the 
revenue from merchandise freight, which amounted to $14,- 
690,000 last year, was slightly less than the year before. Not- 
withstanding, however, the increase in gross revenue, the com- 
pany was able to save but $14,280,000 net in 1911, as compared 
with $14,480,000 net the year before; the operating ratio thus in- 
creased from 59.95 per cent. in 1910 to 62.11 per cent. in 1911. 
On the other hand, through an increase of $283,000 in miscel- 
laneous income (the total for 1911 being $711,000) and through a 
decrease of $500,000 in interest charges on funded debt, the 
company was able to show a net corporate income of $7,520,000 
available for dividends, or $226,000 more than in 1910; this in 
addition to charging to income $981,000, or $137,000 more than 
was charged in the year 1910, for the additions and _better- 
ments. 

The annual report gives no explanation of the increase in 
miscellaneous charges, but the decrease in the interest charges 
on the funded debt was due to the retirement or purchase of 
$6,000,000 second mortgage 7 per cent. bonds, and the purchase of 
$572,000 preferred stock of the Morris Canal & Banking Com- 
pany, which called for dividends at the rate of 10 per cent. 

During the year the company sold 403,338 shares of additional 
stock to stockholders at par, receiving $20,166,900. The company 
was left, therefore, at the end of 1911 with a large amount of 
working capital and small working liabilities. Cash on hand at 
the end of 1911 amounted to $20,620,000, and working liabilities 
amounted to but $3,720,000, although the dividends, amounting 
to $3,030,000, declared prior to the close of the fiscal year and 
paid July 15, were not included as a liability. 

The increase in operating expenses referred to above amounted 
to $1,720,000, and was largely accounted for by an increase of 
$1,390,000 in transportation expenses, these expenses totaling 
$11,979,000 last year. The increase in transportation expenses 


was apparently due both to the increased wages paid employees 
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and to the greater train movement resulting from the larger 
tonnage carried. In 1911, $15,300,000, or 56.84 per cent., of total 
operating expenses, including outside operations, was paid di- 
rectly to labor. This compares with $13,860,000, or 56.90 per 
cent., of total operating expenses which was paid to labor in 
1910. 

It should be noted that although the gross amount paid 
to labor has considerably increased, apparently labor costs have 
not increased out of proportion to the rest of operating ex- 
penses, and the Lehigh Valley was able to make some reduc- 
tion in its operating force. There was an average of 21,554 em- 
ployees during 1911, as against 22,469 employees in 1910. Presi- 
dent Thomas says: “The operations for the year under review 
have felt the effects of the high rates of wages paid employees. 
To this single fact may be ascribed almost entirely the increase 
in operating expenses apart from that naturally resulting from 
the transportation of a greater volume of traffic.” In making 
this statement, presumably Mr. Thomas includes in the higher 
costs of wages the higher sums spent for superintendence in 
all departments and the larger sums paid last year by the Lehigh 
Valley both to general officers and to clerks and attendants. 
Superintendence under maintenance of way and structures cost 
$190,000 in 1911, an increase of $24,000 over 1910; under main- 
tenance of equipment, superintendence cost $135,000, an increase 
of $7,000; under traffic expenses, superintendence cost $172,000, 
an increase of $22,000; and under transportation, superintendence 
cost $320,000, an increase of $25,000; while under general ex- 
penses, the salaries and expenses of general officers cost 
$128,000, an increase of $33,000; and salaries and expenses of 
clerks and attendants cost $320,000, which was an increase of 
$27,000. 

It may be assumed that an increase in the tonnage of coal 
traffic, without a corresponding increase in the tonnage of any 
commodity which may furnish a back haul, considerably in- 
creases the percentage of empty car mileage to loaded car mile- 
age. In 1911 the Lehigh Valley carried 15,590,000 tons of coal 
and coke, an increase of 11 per cent. over the tonnage in 1910. 
Ireight and coal locomotive mileage totaled 8,980,000 miles in 
1911, an increase of 243,000 miles over 1910. Freight and coal 
loaded car mileage totaled 215,250,000 miles in 1911, an increase 
of 6,121,000 miles over 1910, while freight and coal empty car 
mileage totaled 100,800,000 miles in 1911, an increase of 10,000,000 
miles over 1910. 

There was a considerable increase during the year in light 
locomotive mileage, which totaled 1,492,000 miles in 1911 and 
1,345,000 miles in 1910; but there is a decrease of 114,000 miles 
in mileage of switching locomotives, the total for 1911 being 
5,371,000 miles. This saving in switching mileage is reflected 
in economies in operating expenses, which, although slight when 
compared with total expenses, nevertheless show the result of 
more efficient operation. 

The average train load of revenue freight last year was 544 
tons, as compared with 542 tons the year before. The average 
distance hauled was 171 miles, as against 174 miles. The average 
revenue per ton per mile was 0.652 cents in 1911, and 0.646 
cents in 1910. 

Of the total 28,500,000 tons of revenue freight carried by the 
Lehigh Valley, 12,600,000 tons was anthracite coal; 2,990,000 
tons was bituminous coal and coke; 1,600,000 tons was stone, 
sand and other material; and 1,830,000 tons was cement, brick 
and lime. The Lehigh Valley does not carry a very large pro- 
portion of grain, the total tonnage of grain during the year 1911 
being 938,000 tons, a decrease of 47,000 tons from the year 
before. 

Last year the company spent $3,350,000 for additions and bet- 
terments, as against $5,200,000 spent in 1910. The more ex- 
pensive of these additions and betterments last year were: 
grading, which cost $468,000; bridges, trestles and culverts, which 
cost $267,000; and for new locomotives and passenger and freight 
cars. 
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The following table shows operation figures for 1911 as com- 
pared with 1910: 


1911. 1910. 
Average mileage operated .......... 1,432 1,440 
Coal freight revenue. ...ic.ccccces $17,155,534 $15,821,798 
Merchandise freight revenue....... 14,687,291 14,757,799 
PaSsOnger TEVERUE 2.66 csescescces 4,568,030 4,330,172 
Total operating revenue ........... 37,687,403 36,167,398 
Maintenance of way and structures 3,620,176 3,462,903 
Maintenance of equipment........ 6,003,287 5,995,810 
PUPMNNMRI ace loa gl ataiccic crave: sie td rica! scree 1,010,675 918,720 
TD EAMADOCUAON 6.6058) adie aoe 3s erweiess 11,979,278 10,593,565 
Total operating expenses ........... 23,407,318 21,684,147 
PURER ara chai svahe a lecaiets aersiie'd.e-ara wanes 1,145,477 1,106,762 
CeETaAtINe INCOME 6 6.666 de eis weccees 12,814,438 13,230,156 
Total corporate income .........000% 14,490,176 14,636,614 
INGE CGEPOFATE. INCOME o.0.6 5 os. bcc 'o's ew o:0:s 6,538,909 6,449,647 
Additions and betterments.......... 980,549 843,877 
I oa os ec oc rn ole Sarcidenclesee 4,245,759 2,430,718 
SSRN oa 0 ois wa fares atevev ohn ee Srwiehantlavete 1,312,601 3,175,052 





THE BROOKLYN RAPID TRANSIT AND THE INTERBOROUGH 
RAPID TRANSIT. 


oe the urban railways of Manhattan have not 
competed to any great extent with the railways of Brook- 
lyn, although, since the opening of the Interborough Rapid 
Transit’s subway from the lower end of Manhattan through a 
part of Brooklyn to the Flatbush avenue station of the Long 
Island Railroad, there has been some competition in Brooklyn 
between the Interborough Rapid Transit and the Brooklyn 
Rapid Transit. The Interborough Rapid Transit operates the 
26 road miles of subway and the 38 road miles of elevated lines 
in Manhattan and the Bronx; the Brooklyn Rapid Transit oper- 
ates the 33 road miles of elevated lines and 240 road miles of 
surface lines in Brooklyn and Queens. Heretofore the attitude 
of the Brooklyn company has been to regard any extension of 
the Interborough into Brooklyn as rather an advantage, since the 
easier of access Brooklyn was made, the more people would live 
there, and the greater would be the Brooklyn company’s earnings. 

During the year, however, the extension of the subway in 
Brooklyn and the building of a new system of subways in Man- 
hattan have been definitely decided on, and the Brooklyn com- 
pany has undertaken to extend its operations to include the build- 
ing and operation of a great system of subways connecting the 
boroughs of Manhattan, the Bronx, Queens and Brooklyn. The 
total contract was approved of for the Brooklyn company after 
the part of it which had been offered to the Interborough Rapid 
Transit had been rejected by that company. It is rather interest- 
ing to make certain comparisons or contrasts between the opera- 
tions, capitalization, etc., of the two companies before they 
became active competitors. 

It must be carefully borne in mind, however, whenever any 
comparison is made, that the Brooklyn company operates a 
system of surface roads as well as elevated, and the Interborough 
operates no surface roads but a system of subways as well as 
elevated roads. Operating statistics or any kindred figures to 
shgw efficiency cannot be compared as between a subway and a 
surface railway. However, certain gross figures of these two 
great city railway companies can properly be contrasted. 

The mileages of the two companies has already been given. 
Gross operating revenues of the Interborough in 1911 amounted 
to $29,770,000, an increase of 2.69 per cent. over gross of the 
previous year. Gross operating revenues of the B. R. T. 
amounted to $21,990,000 last year, an increase of 4.8 per cent. 
over the previous year. Operating expenses of the Interborough 
last year amounted to $12,370,000, an increase of $1,360,000 over 
1910; and operating expenses of the B. R. T. amounted to $12,- 
170,000 last year, an increase of $429,000 over 1910. After the 
payment of interest, rentals and sinking funds, the Interborough 
had a net corporate income of $5,140,000 for 1911, a decrease of 
$942,000 from the net income of the previous year. The Brook- 
lyn Rapid Transit had a net income of $3,150,000 in 1911, an 
increase of $537,000 over the previous year. These figures and 
the good showing made last year by the Brooklyn 
Rapid Transit as compared with the year before strongly tend 
to bear out a prophesy made by the B. R. T. management at the 
time that the Interborough’s Brooklyn extension was opened 
that this extension would temporarily take from the Brooklyn 
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companv possibly $2,000 a day of business, but would within a 
year or two so develop Brooklyn that the B. R. T. would mate- 
rially benefit. 

In 1911 the Brooklyn Rapid Transit carried 571,880,000 pas- 
sengers, which included passengers riding on transfers. In the 
same year the Interborough carried 578,150,000 passengers, which 
does not include any passengers riding on transfers. If we 
compare figures of earnings and expenses on a unit basis of 
per passenger carried, the figures derived are misleading unless 
it is kept in mind that one company is including a transfer pas- 
senger and that the other company has no transfer passengers, 
except that there are a few that buy 3-cent tickets good at inter- 
change points between the subway and elevated lines. , 

The B. R. T. has total earnings of 3.89 cents per passenger ; 
the Interborough has total earnings of slightly over 5.1 cents 
per passenger. Operating expenses on the B. R. T. consume 
2.14 cents per passenger, exactly the same as on the Inter- 
borough. Taxes on the B. R. T. take 0.26 cents per passenger, 
and on the Interborough 0.33 cents. Interest and rentals take 
0.96 cents per passenger on the B. R. T., and 1.84 cents on the 
Interborough. The Brooklyn company’s interest and rentals 
make a particularly good showing over a series of years. In 
1902 these charges consumed 1.16 cents per passenger carried. 
Since then they have decreased, until in both 1910 and 1911 the 
charges were 0.96 cents. In comparing the interest and rental 
figures as between the two companies, it should be pointed out 
that the Interborough is including in its figures the payment of 
$300,000 toward the sinking fund on the 45-year bonds of its 
own and 1 per cent. of the amount of bonds issued by the city 
to pay for the building of the subway in addition to the interest 
on these bonds. 

Considerable space is devoted in the annual reports of both 
companies to a discussion of the approval by the board of estimate 
of the city plans for building the new subways. Naturally the 
subject is discussed in quite a different way by the company 
which accepted the city’s terms than by the company which re- 
jected the city’s offer and saw approval given to the plan of an- 
other company. 

The history of the Brooklyn Rapid Transit in recent years 
has been the story of an uphill fight to overcome the prejudices 
of the people that it served, engendered by mistakes of former 
managements, and by the almost unavoidable friction that comes 
from the handling of such great crowds by employees, who are 
only human and who are not a very highly paid class of humans 
at that. The Interborough has had only its own mistakes to 
rectify and the unavoidable friction arising from the handling of 
the great crowds under pressure. There is still plenty of fric- 
tion between employees and passengers on both companies’ lines, 
but on both there seem to be evidences of some improvement. 
The Interborough has established a separate complaint office 
with the object of reducing avoidable neglect or misconduct on 
the part of its employees; it has lengthened the express station 
platforms so as to accommodate ten-car express trains; it has 
put fans in a number of its cars so as to lessen the discomfort 
of travel in the subway in summer; it has provided its guards 
with white uniforms; it has shown a spirit of trying to please 
the public, without waiting to be actually forced into it, that has 
not been very apparent heretofore and is to be commended. 

The Brooklyn Rapid Transit last year spent for maintenance 
and new construction $4,850,000, a large number of small im- 
provements being made. For instance, 10,000 ft. of elevated struc- 
ture was reinforced, raised platforms were built at Brighton 
Beach and Ocean Parkway stations, 73 miles of overhead trolley 
wire was renewed with wire of large capacity, seven snow sweep- 
ers and two sprinkling cars were added to the company’s equip- 
ment, an anti-telescoping device was installed on all elevated 
passenger cars, and substantial progress was made in the sub- 
stitution of rolled steel wheels for cast iron wheels on surface 
cars. At the end of the year, 73 per cent. of the total number of 
wheels on surface cars were of rolled steel. 
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We have not attempted in these comments to discuss the merits 
of the subway proposals of the Brooklyn Rapid Transit, but 
there is one paragraph in Colonel Williams’ report discussing 
the general situation, which is of special interest to railway men. 
At the time the plans for the subway were announced, there 
was considerable criticism of the fact that no provision was made 
for a line up Seventh avenue, which should provide rapid transit 
facilities for the new Pennsylvania station in New York. Colonel 
Williams says: “It should be borne in mind, however, that 
without any extension on Seventh avenue, the lines already com- 
prised in the new rapid transit system will bring within a short 
distance of the Pennsylvania station several millions of people 
of Greater New York who cannot reach it at all by rapid transit 
except with change of cars and for two fares. The train plat- 
forms in the Pennsylvania station will be only 500 ft. farther 
from the proposed Broadway subway than the train platforms 
in the new Grand Central (New York Central) station will be 
from the present subway at Forty-second street.” 

How serious a problem passenger injury claims are to a street 
railway company as well as to steam railways is well brought 
out in this year’s report of the B. R. T. At the end of 1910 the 
company had nearly cleaned up its damage and injury claims. 
The policy had been to either settle these claims promptly or to 
bring them to trial at once, and it was hoped that by this policy 
a material reduction in the amount of these claims could be made. 
Notwithstanding this policy, damages cost $751,000 last year, an 
increase of 14.37 per cent. over the year before; and legal ex- 
penses in connection with damages were $233,000, an increase of 
16.95 per cent. over the year before. 

The following table compares certain figures of earnings and 
operation of the B. R. T. and the Interborough in 1910 and 1911: 





B. &. T. Interborough. 
ae re 
i — = ™» 
1911. 1910. 1911. 1910. 
Passenger earnings, elevated 
oy nae ay ee een $8,377,966 $8,130,820 $15,094,333 $14,723,224 


*Passenger earnings, subway 


or surface division ...... 12,976,397 12,346,325 13,829,604 13,443,805 
Total earnings ..........00s 21,986,543 20,979,515 29,767,352 28,987,648 
Operating expenses ........ 12,166,367 11,737,111 12,368,982 11,013,143 
Net corporate income....... 3,148,479 2,611,595 5,140,037 6,082,147 
TINO sis oc cksSse ee en 88,535 108,560 sista wets scibae eg 
Dividends and old accounts 

TIAN IEE asic Sees oe ees ce 2,413,585 2,178,414 3,150,000 3,150,000 
RENE a aes eewauns eassee 646,359 393,806 1,990,037 2,932,147 





*Surface division on the B. R. T. and subway division on the Inter- 


borough. 
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Railroad Studies. 
Evening Mail. 
year. 


This series of articles takes up separate roads and summarizes 
their recent history, describes their traffic possibilities and dis- 
cusses their earning power. The articles are thoroughly read- 
able and give an excellent picture of the properties which they 
describe. The author shows a broad knowledge of his sub- 
ject and a personal acquaintance with many of the properties 
which he describes. There is a general optimism which per- 
vades the descriptions, but it does not seriously affect their real 
value. The articles on certain groups of roads or those articles 
making a comparison of two or more roads are especially good, 
and the descriptions of the strategic moves of railways to gain 
an outlet for a new territory are thoroughly well worth reading. 


By Charles F. Speare. Published monthly, New York 
Single copies, 15 cents; subscription price, $2.00 per 





Laws of Porto Rico. Issued by the Executive Council of Porto Rico; 


30 pages. 
This pamphlet contains the Acts of the Congress of the United 
States and of the Legislative Assembly’ of Porto Rico relative 
to the regulation of public service corporations, the granting of 
franchises, etc., and the condemnation of private property. 
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HEAVY MIKADO LOCOMOTIVES FOR THE 
CENTRAL. 


ILLINOIS 





The fifty mikado locomotives recently built for the Illinois 
Central by the Baldwin Locomotive Works are of special in- 
terest, because of their design and capacity, and also because 
of the increasing use of this type of engine in heavy freight 
service. The principal work of the new locomotives will be 
to handle the coal traffic between Centralia, Ill., and Chicago, 
and Freeport, Ill, and East St. Louis. They have about 30 
per cent. more tractive effort than the consolidation loco- 
motives heretofore used in this service. Superheated steam is 
used in single expansion cylinders, and the tractive effort de- 
veloped, with a mean effective pressure equal to 85 per cent. 
of the boiler pressure, is 51,700 Ibs. 

The boiler has a straight top and is built with diamond- 
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struction in the smoke-box, and the superheater and tube ends 
are readily accessible. 

The cylinders have bushings 3% in. thick, which are inserted 
from the front and line the barrel as far back as the rear 
counterbore. The steam distribution is controlled by 15-in. 
piston valves. These are set for a maximum travel of 6% in., a 
lead of % in., a steam lap of 1% in., and are line-and-line on 
their exhaust edges. No circulating valves are used on the 
cylinders, but a vacuum relief valve is tapped into the outer 
wall of each steam chest above the live steam compartment. 
The valve motion is of the Walschaert type, and is controlled 
by the Baldwin power reverse mechanism. 

The frames are of cast steel, 414 in. wide, with double front 
rails and separate rear sections. The guide yoke is bolted to 
a steel casting which is placed between the first and second 
pairs of driving wheels, and has a long bearing on the top 
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Heavy Mikado Locomotives; Illinois Central. 


shaped longitudinal seams. The firebox crown sheet is stayed 
by radial staybolts, with two tee-bars in front; 400 flexible 
bolts are used in the side, throat and back sheets. No brick 
arch is used, but provision is made for blowing four steam 
jets into the furnace on each side, approximately on a level 
with the bottom row of tubes. The steam supply for these 
jets is drawn from the turret in the cab, and the nozzles are 
located in 2-in. tubes, placed in the side of the water 
legs. 

A Schmidt superheater of the top header type is used and is 
composed of 36 elements, located in 534-in tubes. The steam pipes 
deliver directly to the top of the steam chests. A steel flange 
is bolted to the exterior of the smoke-box on each side, and 
to this flange is secured a malleable iron sleeve forming an 
air-tight joint with the steam pipe boss on the cylinder casting. 
The steam pipe passes through the flange and sleeve. With 
this arrangement of piping there is comparatively little ob- 


frame rails. A second casting located ahead of the main driv- 
ers, supports the link bearings. These are placed outside the 
wheels, and are bolted in front to the guide yoke. In this way, 
those structural parts which support the motion work also 
assist in bracing the frames. The front pedestal legs at the 
main and rear pedestals are braced by deep steel castings, and 
midway between the main and rear pairs of ‘wheels a broad 
casting braces the top frame rails and serves as a support for a 
waist sheet. A heavy cross-tie is also located under the front 
end of the firebox, where the rear frames are spliced to the 
main sections. The front and back deck plates are of cast steel, 
and the front bumper is of the same material. 

The equalization system is divided between the second and 
third pairs of driving wheels. The rear truck is of the Hodges 
type, and is fitted with a centering spring. The latter is mounted 
in pockets which are cast in one piece with the back transverse 
equalizer. The thrust-bar of the spring is mounted between 
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lugs bolted to the truck frame. When the engine enters a 
curve, the thrust-bar is displaced and the spring is thrown into 
compression, thus tending to restore the alinement. 

The main driving axle is made of heat treated steel, while 
the remaining axles are of open hearth forged steel. Standard 
rolled steel wheels are used in the engine truck and the tender 
trucks. The tender’ frame is composed of 12-in. steel channels, 
weighing 40 lbs. per ft., and the end sills are of cast steel. The 
tank has a water bottom and carries 9,000 gals. of water and 15 
The principal dimensions and ratios are given in 
the following table: 


tons of coal. 


General Data. 


TP -. cehee cue k ces bbs SA EESSSRSASEESI RS OSS SES ARS COREE 2-8-2 
MEUM or Shee ae SEES FS Ske ee EE ee See eee See hee Freigh 
PRC CE COS hs aces ies Od SSE ES OSS his ee eee Soft coal 
PR EOE. ns bak aS a kee Sake eek be ck wae 51,700 Ibs. 
SE 50k MIEURE OOIRT Sooo 5045 cde sien xs severe 283,850 lbs. 
oe LPT err 218,300 Ibs. 
Weight of engine and tender in working order..... 455,000 Ibs. 
NE Cv ccliswb> he ees kona eas see 16 ft. 6 in. 
ee errr, 35 4. 2: in. 
Wheel base, engine and tender. .........0...0s. 65 ft. 13% in. 
Ratios. 

pe a ee, ee 5.48 
Weight on drivers — tractive effort................. 4.22 
Tractive effort X diameter drivers ~ heating surface.. 801. 
*Tractive effort X diameter drivers + equivalent heat- 

SRN IN ie ee os aks Rhone is bss kis ob oon 570. 
Total heating gurface = grate Area... 2... ....000ccs00 58.2 
*Total equivalent heating surface + grate area......... 81.8 
Firebox heating surface ~ total heating surf., per cent. 5.78 
*Firebox heating surface + total equivalent heating sur- 

ONE. Ankh cceak Cae WEEE NER SESE S ee 6.5% 4.11 
Weight on drivers + total heating surface............ 53.5 
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Boiler. 
RRBs BOTT Ee, MOAN =. 6 5osica dace cokes sbua de 4,068 sq. ft. 
Heating surface, superheater ............0ccc0008 1,093 sq. ft. 
*Heating surface, total equivalent............... 5,707.5 sq. ft. 
SGtRED HRD onc ha< so eese tke nen sss hbce cane ouebaaeue 70 sq. ft. 
SU RET WE TRE oc ecco bas ssison oe aase's kane si 120% in. 
. 
Tender. 
RGN Sos. cinliis aioe oo Uae ae era kek oe eS Water bottom 
hg SS nr ae ery en eo re a am 33 in. 
EE OS oh aaah sae one Saas sks aes ee a ka 6 in. x 11 in. 
WEN MOST hes cen gk ae ee Ona Rea ee 9,000 gals. 
RRP MNCEY cis awe un) <c9s soos sdesiSienbe ERA Sseaa 15 tons 
*Total equivalent heating surface equals the total heating surface 


(4,068 sq. ft.) plus 1% times the superheating surface. 


SCIENTIFIC DEVELOPMENT OF AMERICAN RAILWAYS. 


S. M. Felton, president of the Chicago Great Western, pre- 
pared a paper on Scientific Management of American Railways, 
for the Congress of Technology, held at Boston, Mass., on April 
10, under the auspices of the Massachusetts Institute of Tech- 
nology. Mr. Felton was one of the earliest graduates of this 
school. For incorporation in his paper he collected, at a great 
deal of trouble and expense, a large number of drawings of 
typical locomotives and cars used on American railways during 
the last half century or more. He also compiled some statistics 
to illustrate the reductions that have been made in the costs 
of railway operation and in the cost of transportation to the public. 

The most remarkable of these statistics relate to the Pennsyl- 














*Weight on drivers ~ total equivalent heating surface.. 38.2 
Total weight + total heating surface.................. 69.7 
*Total weight + total equivalent heating surface....... 49.6 
VOM Otk CNET G, WEE. os bono ss Kash e'e ee s0 00s 8 19.86 
Total heating surface + vol. cylinders................ 205. 
*Total equivalent heating surface ~ vol. cylinders...... 288. 
Rete TR oe EDs os ono 6s 6556 05SS 005605060 3.53 
Cylinders. 
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Mikado Locomotive for Heavy Freight Service; Illinois Central. 





vania Railroad. Mr. Felton had several reasons for choosing 
the Pennsylvania as affording good examples of the results of 
scientific management extending over a long period of years. 
One of these was that it has been the policy of the Pennsylvania 
from the very beginning to entrust its management to men of 
scientific training. Another, no doubt, was that Mr. Felton 
is himself a scientifically educated railway officer and received 
part of his training on the Pennsylvania Railroad. Furthermore, 
the magnitude of the Pennsylvania’s business makes comparisons 
of its present with its past particularly interesting. 

Diagrams are presented herewith showing the tonnage and 
revenue per ton mile of freight traffic, and the number of pas- 
sengers transported one mile and the revenue per passenger per 
mile on the Pennsylvania for the period 1865 to 1910. It will 
be noted that the average receipts per ton mile in 1910 were only 
one-sixth of what they were in 1865, and that a heavy reduction, 
although not so great a one, has taken place in the revenue per 
passenger per mile. If the average rate had been the same in 
1910 as it was in 1865 the freight earnings in 1910 would have 
been $551,602,000, while the actual freight earnings in that year 
were $118,203,000, the difference being $433,399,000. This is more 
than 50 per cent. of the total operating net income, after deduc- 
tion of taxes, of all the railways in ‘the United States in the 
year ended June 30, 1910, the operating income less taxes in that 
year having been $832,227,864. As will be seen from one of the 
diagrams, Mr. Felton has computed that the saving to the public 
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through the decrease in freight rates on the Pennsylvania Rail- 
road in the 45 years from 1865 to 1910, was $6,778,793,587.61. 
This is about ten times the present capitalization of the Penn- 
sylvania Railroad Company, and is 47 per cent. of the total net 
capitalization of. the railways of the United States outstanding 
in the hands of the public on June 30, 1910 which amounted to 
$14,338,575,940. Mr. Felton also estimates that the saving to the 
public during this period through the reduction in the Penn- 
sylvania’s average rate per passenger per mile amounted to 
$214,878,633.83. 
Regarding the freight traffic he gives the following figures: 


1865. 1910. 
452,183,478 29,279,992,323 
2.715c. -583c. 
2.347c. -412c. 
-368c. -171c. 


It will be noted that he estimates that the average cost of mov- 
ing one ton one mile was reduced from 2.347 cents to .412 cent, 


Tons of freight moved one mile... 
Average gross receipts per ton mile 
Average expenses per ton mile.... 
Net receipts per ton mile......... 
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or over 82 per cent., and that the net receipts per ton mile were 
reduced from .368 cent to .171 cent. 

Illustrations given herewith, for which the Railway Age 
Gazette is indebted to Mr. Felton, show the development of freight 
and passenger locomotives on the Pennsylvania by decades from 
1850 to 1910. The following tables illustrate the extent of the 
development in locomotives that has taken place: 


Passenger Locomotives. 


1850. 1910. 
Weight on drivers (approx.)...... 15,000 Ibs. 178,500 lbs 
Pee Ob ES aap cies a vnsens 30,000 Ibs. 93,500 Ibs. 
Ee SE Ss est esee es noes 45,000 Ibs. 272,000 Ibs. 
DEED NE cn cose cnescseeenen 3,750 Ibs. 44,625 lbs. 
OE EE sso dnave sone eeoes 100 Ibs. 205 lbs. 
Freight Locomotives. 
Weight on drivers (approx.)..... 26,000 Ibs. 216,450 Ibs. 
SVG OR STEERS. <ncs enc ccssesen 19,000 Ibs. 24,495 lbs. 
DE CE. cock ssn ehisabnn nen ys 45,000 Ibs. 240,945 Ibs. 
OS ER ere re 6,500 Ibs. 54,110 Ibs. 
EE DURES: 4 xsicsecddvenecss 100 Ibs. 205 Ibs. 


There are also included illustrations of the first locomotive on 
the Southern Pacific and of a Mallet compound locomotive 
now in service on the same road. Charts are given here- 
with showing in graphic form the development of typical pass- 


RAILWAY AGE GAZETTE. 








Vor, 51, No. 13. 






enger and freight locomotives on the Pennsylvania Railroad 
from 1850 to 1910. 

Illustrations are also given showing an old type coal car 
of the year 1848 and one of the enormous modern 70-ton coal 
cars which are coming into use on some of the large eastern 
coal-carrying roads. The former were of timber construction 
throughout, while the latter are of steel construction through- 
out. It would be impossible to find in service on any standard 
gage railway in the United States a freight car comparable 
to the old coal car of 1848 herewith illustrated, but it would 
not look so strange on a European railway where the normal 
capacity of freight cars is from 10 to 15 tons. 





LETTERS FROM AN OLD RAILWAY OFFICIAL TO HIS 
SON, A GENERAL MANAGER.* 





XVIII. 
Spokane, Wash., August 5, 1911. 

My pear Boy: Someone has asked me how far up and how 
far down the principles of the unit system and the chiet of statf 
idea can be applied. It is too bad the answer is so easy. Other- 
wise we might inaugurate a guessing contest and offer prizes. 
The unit system is applicable to every phase of modern organiza- 
tion. When its principles are better understood, you will see 
develop in the great financial centers some such important title 
as vice-chairman, in order that rank and authority may be con- 
ferred superior to that of the presidents of the constituent prop- 
erties. Both the chairman and the president need a senior vice- 
chairman and a senior vice-president, respectively, to act as chief 
of staff. The New York Central once had a senior vice-presi- 
dent, W. C. Brown, and the St. Louis & San Francisco created 
the same position for Carl Gray. When these two able men be- 
came presidents, their former positions were discontinued. 
Puzzle: Find the reason. Answers to be sent to the Puzzle 
Editor, Louis D. Brandeis, Boston, Mass. 

A prominent railway executive, who is also a distinguished 
bridge engineer, said to me, “You must be patient until railway 
people can measure this big idea in their own little half bushels. 
I did not see it clearly until I thought it through in terms with 
which I am familiar. I reverted to my graphic statics and 
measured organization as a bridge truss. This showed the chief 
clerk as a short ordinate between the longest, the head of the 
unit, and the next longest, the official second in rank. We would 
never design a bridge that way, for the short ordinate in between 
would break under the strain. You interpose the chief of staff 
and diminish your strains logically to suit the decreased resist- 
ing power. Why don’t you show the old telegraph men and the 
electric people the same idea in terms of things with which they 
are most familiar? They should see that you can not step down 
your potential through an undersized transformer.” 

Railway administration is usually said to be divided into four 
real departments, namely: the executive, including legal and 
financial, the traffic, the operating, including maintenance and 
construction, and the accounting. Most railways place each of 
these departments in charge of a vice-president. I think that 
this is usually a mistake. Experience has demonstrated the 
practicability of the same man being a division master mechanic, 
for example, and at the same time performing some of the 
broader duties of an assistant superintendent. Likewise an 
assistant general manager can act as the head of the mechanical 
bureau in the general office. When we reach so high as to go 
beyond the heads of real departments we find our old friend, 
volume of business, and his bastard brother, unbalanced adminis- 
tration, to demand more balance wheels. The unit has become 
of too large a size for a single governor. If you don’t believe 
this, watch somebody try to transfer a bureau, freight claims for 
example, from the department under one vice-president to that 
of another. 
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When I incorporate and organize that ideal railway it will have 
a president, a senior vice-president and as many other vice-presi- 
dents as may be necessary. The vice-presidents will be real 
assistant presidents, not heads of departments. Each will be an 
expert graduated from some particular department. Such 
graduation will depend more upon the man being big enough for 
a vice-president and possible president than upon the department 
itself. Since volume of business warrants separation of the 
financial and the corporate from the legal, and of passenger from 
freight traffic, I shall have seven departments, under seven gen- 
eral officers, namely, the general inspector (who will also be 
comptroller), the secretary, the general treasurer, the general 
manager, the freight traffic manager, the passenger traffic man- 
ager, and the general counsel. Each of the seven departments 
will have its own office file. All of the vice-presidents will have 
one consolidated office file in common with the president. 

Trusting that these few lines will restrain you for a brief 
period, which is Boston & Albany for hold you for a while, let 
us consider the application of the unit system to a humbler 
sphere, that of roadmaster or track supervisor, who is the head 
of a highly important sub-unit of maintenance organization. The 
roadmaster’s clerk is usually paid less than a section foreman. 
As a result such clerk is either a callow youth looking for 
speedy transfer or an old man married to the job. In the latter 
case, after one change in roadmasters the clerk probably domi- 
nates the office. He puts so much fear of paper work in the 
minds of the section foreman that few aspire to be roadmasters. 
Instead of a clerk, why not have an assistant roadmaster, a real 
understudy, promoted from section foreman at a slight increase 
in pay and allowances? Get the working atmosphere of the 
section into the roadmaster’s office. Perhaps some of the section 
foremen are not relatively as stupid as some superiors who take 
snap judgment on possible qualifications. Some people deny the 
necessity for a roadmaster’s office. Is it not rather difficult to 
hold a man responsible without giving him access to first hand 
records of performance? An assistant superintendent or an 
assistant general manager can and should come to his own 
headquarters where there are clerks to furnish him necessary 
information. A roadmaster away from division headquarters 
cannot gain such contact without deserting the subdivision for 
which he is responsible night and day. He cannot well take the 
section foreman from work to compile statistics. 

When the word superintendent is eliminated from all higher 
titles so that it means the head, and a real head, of an operating 
division, there will be a bigger return for that item of operating 
expenses known as “superintendence.” If the notion still 
lingers that operation is merely train movement, and that it is 
enough for a superintendent to be a high class chief despatcher, 
the idea of real management can be driven in by calling the head 
of a division a “manager.” In such case, the title general man- 
ager would have a logical meaning. The title district manager 
would fit the case where subdivision into such territorial units 
became unavoidable. 

When the telegraph, the telephone, and the phonograph were 
invented the Greek language was consulted and new words were 
scientifically coined to express a new necessity of linguistic ex- 
pression. The automobile and the aeroplane are founding whole 
families of new words. As society and industry become more 
highly organized it may be necessary to coin new words to con- 
vey the full idea of the rank and duties of the human elements 
in a large organization. Critics of the unit system deplore the 
uniformity of titles as tending to merge individual identity. 
This is not the fault of the system but of the poverty of the 
English language which lacks varying terminations of root words 
\o express different shades of meaning. If necessary to meet this 
view helps can be sought from such highly inflected languages 
as Greek and Esperanto, and new words coined. Thus the same 
word with a slightly different ending would mean, “assistant 
superintendent in charge of maintenance of way and structures 
as classified by the Interstate Commerce Commission,” or, “assis- 
tant superintendent in charge of maintenance of equipment, in- 
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cluding an allowance for depreciation at the legal and constitu- 
tional ratio of sixteen to one, expiating the crime of 1873 and 
glorifying the Hepburn Act of 1906.” 

Many practical things in this world escape attention because 
they are so close as to be inside the focal distance. The persons 
most concerned are often too close to a proposition to observe 
what should be distinctly obvious. I uncover my headlight to 
the fellow down East who recently showed us all that green 
flags can be replaced by the night markers. For the over- 
specialization of perishable day indicators he substituted the all- 
round day and night marker. The supply people should not kick 
at the decreased demand for their product. They should be 
thankful, rather, that railway officials did not wake up sooner 
to changed conditions. The new practice is worth the price of 
admission if it only serves to do away with the delay and incon- 
venience of Icading and unloading the time-honored and cum- 
brous train box which still roams wild in some region covered 
by the Spokane rate decision. 

Among the other simplifications which time will bring is a 
logical method of designating extra trains. Today we tell a man. 
than an engine number means little, because the train indicator’ 
says that it is train so-and-so. The numbers on the engine and 
on the train indicator are different and have no relation. To- 
morrow the engine runs extra and the two numbers must be 
identical. When we adopt the train indicator, should we not 
banish numbers from the outside of our engines and tenders? 
Should not the number be inside the cab to be consulted for 
reports and statistics, including the train sheet? This would 
mean that extras would be numbered consecutively in a series 
higher than the numbers on the regular trains. Extras, like 
regular trains, would lose their running rights in twelve hours. 
In this connection, did you ever figure that, except possibly in 
the case of extras, the distinctions “A. M.” and “P. M.” are 
superfluous on train orders? Should P. M. come before the 
order is fulfilled, the A. M. train is dead. 

The proposed change would force regular trains to be num- 
bered in,lower series, regardless of divisions and branch lines. 
This would make for safety. The more figures in a number, the 
greater the possibilities of error in reading a train order. A man 
is much more likely to confuse 2347 with 2345 than 47 with 45. 
If the motive power bureau must recognize the high numbered 
union for classification purposes, let us avoid having the bloom- 


* ing series federate with the train despatcher’s order book. 


The magnificent distances of this western country are reflected 
in increased difficulties in railway operation. Perhaps no branch 
of the railway service is more affected thereby than the dining 
car service. American travelers, as the colored soldier said about 
the Cubans, are the “eatin’est lot of people.” The long haul for 
cars and supplies renders supervision more difficult and deficits 
correspondingly greater. The dining car man on most, if not 
all, western roads is attached to a losing game. When poverty 
comes in at the door, love flies out at the window. The dining 
car superintendent is kept busy retaining the affections of the 
management in the face of red figures. 

A dining car is about the most complex proposition in its 
operation that we have on the railway. It will be the hardest 
to bring under the supervision of the division superintendent and 
his assistants. The difficulties of so doing are many, but are not 
insurmountable. The dining car, because it moves on wheels, 
is an incident to the manufacture and sale of transportation. It 
is not, as a few dining car people suppose, merely a traveling 
hotel to which the railway is an incident. Originally the dining 
cars were under the passenger traffic department. Later it was 
realized that they are logically a part of operation. So they have 
been placed under the general manager and his subordinate, the 
superintendent of dining cars. We say nonchalantly that the 
superintendent and the train conductor can instruct the so-called 
conductor of the dining car. Let a passenger conductor report 
a dining car conductor. The former’s superintendent will prob- 
ably find himself helpless to defend his man against the momen- 
tum of a correspondence bureau located in the general offices. As 
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a result, the superintendent and the passenger conductor soon 


lose interest. They are not looking for trouble and possible 
censure. The outcome is long-range supervision of a centralized 
activity. The man in charge of the dining car should be called 


steward, because he cannot conduct a car even to a side track. 
He should be under the control of the train conductor, whom the 
superintendent can hold responsible for the entire train perform- 
ing proper public service. A good, honest passenger conductor 
can secure and retain more business for the company than two 
traveling passenger agents. The conductor cannot do this if the 
dining car man is unwilling to send promptly a pot of coffee to 
the shabby little sick woman in the chair car whose daughters 
are going to buy tourist tickets next year. In the days of 
simpler organization the good old passenger conductor would 
unload on the prairie a shorter-sighted sleeping car or dining 
car man and let the latter walk home. Because this cannot be 
done today is one of the reasons for the lack of initiative on 
the part of the train conductor. The lack of courtesy sometimes 
shown by employees is not infrequently the fault of heads of 
would-be departments whose tenacity for departmental lines 
leaves subordinates with: an unbalanced notion of the necessity 
for real courtesy and consideration. Bowing and scraping do 
not alone constitute politeness. 

One of the best dining car superintendents in the country is 
Tom Clifford of the Erie, a graduated division superintendent 
and passenger conductor. Because they are general officers, 
the dining car superintendents of the future should be assistant 
general managers, and should come up from the grade of division 
superintendent, in order to acquire a more comprehensive knowl- 
edge of operation. Just how to work out all the details is, I 
confess, perhaps the hardest operating problem that I have yet 
tackled. Pullman employees have a home terminal and a home 
district to whose superintendent certain reports are made and 
complaints referred. This works well, although Pullman cars 
may run over several of their superintendents’ districts. The 
fact that dining cars run over more than one division is not of 
itself a sufficient reason for the employees being under the imme- 
diate direction of a general officer. Volume of business, density 
of traffic, shortness of runs, and other causes may warrant 
varying applications of the underlying principle. Above all, we 
should avoid those hard and fast rules which even the Medes 
and Persians never attempted to make applicable to dining cars. 

Affectionately, your own 
D. A. D. 


FOREIGN RAILWAY NOTES. 


Plans have been made for a deviation of the line of the 
Dominican Central Railway, Dominican Republic, from a point at 
the base of San Marco Hill, near Puerto Plata, to Bajabonico. 
This will obviate the necessity of using the rack system which 
is now in operation on a portion of that line. 


The total mileage of railways in operation in Argentina at 
the close of the year 1910 was 18,166 miles. The mileage of 
railways opened to traffic during the year was 2,140 miles, which 
is the greatest new mileage recorded in any one year in the his- 
tory of the country, and is more than twice that for the year 
1909. While the greater part of this new mileage consisted of 
extensions and branches of existing roads, a considerable portion 
pertained to entirely new lines, a number of which are being 
constructed through the national territories in the north and 
south. The new road from Rosario, the second city of the re- 
public, to Puerto Belgrano on the Atlantic coast east of Bahia 
Blanca, a distance of 493 miles, was opened to traffic at the close 
of the year. It traverses a fertile agricultural region in the 
provinces of Santa Fe and Buenos Aires, and connects with all 
of the large roads in that region. The lines completed in the 
Chaco from Formosa to Embarcacion, and from Barranqueras 
or Resistencia, opposite Corrientes, to Metan in the province of 
Salta, will open up for development a very rich territory. 
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TONNAGE RATING OF LOCOMOTIVES ON THE BUR- 
LINGTON.* 


BY M. H. WICKHORST, 


In establishing a tonnage rate for an engine it is the aim to 
load the engine to near its maximum pulling capacity and yet 
not load it so heavily that it will stall on any of the hills, or be 
on the road an excessive length of time. 

The work of engine rating consists of: (1) Determining the 
maximum working tractive force the engine can maintain under 
average conditions over the ruling grade; and (2) balancing 
this with an equal amount of total train resistance, on the ruling 


grade. There are tractive force formule and curves of train 


resistance from actual tests which are worked up into tables 
convenient for use in this work. 
The tonnage rater, in rating a division, must first get an 







































Fig. i—Curves of Train Resistance, Frictional and Grade. 


alinement and grade profile of the division and make a careful 
study of the grades, curves, etc., for the purpose of determining 
the ruling grade and estimating about what percentage of the 
maximum tractive force an engine can consistently maintain and 
get over the road in good time and without stalling. There is 
also the question of momentum grade as affecting the ruling 
grade. 

He should also, if consistent with operating conditions, divide 
the main runs of the division into rating divisions whenever there 
is a sufficient change in ruling grade to warrant two different 
rates. For instance, one run on the Galesburg Division of the 
Chicago, Burlington & Quincy is from Quincy to Galesburg: 
from Quincy to Bushnell is 70 miles, with a ruling grade of 0.7 
per cent.; from Bushnell to Galesburg is 30 miles, with a ruling 
grade of 0.3 per cent. As Bushnell is a point where there is 4 





*From Bulletin No. 138 of the American Railway Engineering Associa- 
tion, published August, 1911. 
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great deal of freight to fill up with, there should be two rates 
for the Quincy-to-Galesburg run. If there were no important 
points where freight originated between Quincy and Galesburg, 
a straight through rate from Quincy to Galesburg would prob- 
ably be made. 

Having settled on these, the rater will consult the equated 
tonnage tables for the grade in question, and using the prede- 
termined tractive force as the train resistance, he will get a 
trial rate. 
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its average speed in motion is twenty miles an hour, the average 
speed between the terminals will not fall under ten 
per hour. 

Outside the ability of the engine to handle her train, density 
of traffic and efficiency of despatching are factors to be con- 
sidered. The question of speed is an important one, and the 
engine rater should keep accurate record of stops and time on 
the road on his trial trips, and rate accordingly. 

The length of the division is another influencing factor. On 


miles 








The next step is to ride engines hauling this trial rate and 
see how the estimate works out in practice. There are many 
local influencing conditions which cannot be seen on the profile 
chart, such as differences in roadbed, speed limits, some grades 
being protected from winds by trees or cuts, overworking of fire- 


a short division, of say, 60 miles in length, it is economy, traffic 
permitting, to load the engines a little more heavily; whereas, 
on a 160-mile division the rate should be lowered on account 
of excessive time on the road, the possibility of heavy or clink- 
ered fires, etc. 
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Fig. 2—Method of Calculating Equated Train Resistance in Tons of Trains. 


men, etc. Very often sidings or the approach to them will be 
on a heavy grade, so that if an engine had to stop to head in at 
one of them, it would be unable to start the train again. The 
approach to crossovers, home semaphores, or any place where 
trains have to be stopped under ordinary operating conditions, 
are similar instances that have to be considered in making the 
rate. If, however, to consider such a point would lower the 
rate very materially and if the point in question were such that 
Wise despaiching would eliminate most of the stops at the place, 
it should be ignored in making the rate. These will show up on 
the trial trips, and the rater can, in a few trips, check up his 
tates and readjust, if necessary, for the final rating. 

if a train averages less than ten miles an hour between 
terminals (except on runs of less than 100 miles), the engine 
and train crew are on the road an excessive length of time. In 
Practice we find that ordiyarily if an engine is loaded so that 


Following is the method of arriving at the equated tonnage 
rates: 


TRACTIVE FORCE. 


The method of figuring the maximum tractive force that an 
engine may develop at the tender drawbar on level track and of 
correcting this value for grades and for special conditions affect- 
ing train resistance to secure the net working tractive force, 
was explained in a former article by Mr. Wickhorst published 
in the Railroad Gazette of March 27, 1903, page 234. 


TRAIN RESISTANCE. 


Train resistance consists of three primary resistances, as fol- 
lows 

(1) Acceleration resistance. 

(2) Grade resistance. 


(3) Friction. 
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The composition of this resistance is shown below: 
20 lbs. per ton for 








—_~ Resistance, depends on ton- 
nage only. 1 per cent. grade, 
or about .4 per Ib, 
Grade Resistance, depends on tonnage for each foot per 
only. mile of grade. 
Journal. Depends on design ) 
{ and lubrication. 
Rolling. Eagents on solidity 
of roadbe 
Resistance Flange. 
Train Sliding of one tread, 
in each pair, on ; 
Friction 4 Curve the rail. . Varies from 2% to 
12 Ibs. per ton. 
Flange Friction. 
Side bearings and _ center 
plates cause flange friction. 
| Wind against body 
Wind { of car. | 
: (Flange Friction. 











Note.—Flange friction consists of that due to curves, side bearings and 
center plates, winds, etc. 
(1) Acceleration Resistance. 

In rating slow freight.trains acceleration resistance need very 


seldom be considered, except on momentum grades. Here it 
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sistance of freight cars at speeds of 20 miles per hour. These 
curves show the relation between the gross weight per car in 
tons plotted horizontally, and the resistance per ton in pounds 
plotted vertically for four different weather conditions, as fol- 
lows: 


(1) Temperature above 30 deg. Fahrenheit, and not much 
wind. 

(2) Temperature between zero and 30 deg. Fahrenheit, or 
strong head or side wind, or frosty rail. 


(3) Temperature between zero and 30 deg. Fahrenheit and 
strong head or side wind, or temperature below zero and not 
much wind, 


(4) Temperature below zero with strong head or side wind. 

The curve showing resistance of freight cars in summer 
weather (above 30 deg. Fahrenheit) is the result of dynamometer 
tests by the Pennsylvania Railroad, and various results obtained 
by the Burlington agree well with this curve. 

The curve showing friction of freight cars for the third 
weather condition is one obtained by the Burlington from dyna- 
mometer tests during the winter of 1900-1901. This curve was 
formerly used for the resistance of cars in 10 deg. Fahrenheit 
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Fig. 3—Sample Page of Equated Tonnage. 


comes as negative resistance, and will be considered later under 
the head of momentum grades. 
(2) Grade Resistance. 

This, generally, is the largest component of the freight train 
resistance, and is dependent only on the tonnage on any given 
grade. The grade resistance per ton may be figured by the 
following formula: 

r,=20G 

Where r, = grade resistance in Ibs. per ton 

and G = grade in per cent. 
(3) Friction. 

As stated above, the frictional resistance varies considerably. 
The friction expressed in pounds per ton drawbar pull increases 
as the speed increases, decreases as the gross weight of a car 
and its freight increases, and increases, in a general way, as the 
temperature of the air decreases. It varies for freight cars at 
freight speeds between limits of about 2 Ibs. per ton and 12 
or more Ibs. per ton. Fig. 1 shows some curves of friction re- 





Fig. 4—Sample Tonnage Rates Shown in Time Card. 


to 30 deg. Fahrenheit weather, but we found that there was too 
wide a gap between the winter rates derived from this curve 
and the summer rate; i. e., for calm winter days an engine could 
easily take considerably more than the old winter weather rate, 
especially on the low-grade division. Accordingly, between these 
two curves was placed another curve for calm winter weather, 
or windy summer weather, and road tests indicated that rates 
derived from this curve were about right. 

The curve for very severe winter weather was obtained by 
arbitrarily adding 2 lbs. per ton to the No. 3 curve. This 
seems to give the right result for grades 0.6 per cent. or over; 
for grades of 0.5 per cent. of lower, 10 per cent. is deducted from 
the No. 3 or “C” rate to get the “D” rate. This diagram also 
gives a curve of grade resistance based on the above formula. 


Knowing the grade, the gross weight of a car, and the genera! 
weather condition, the total resistance per ton is found by adding 
together the grade and friction resistances per ton as found from 
these curves. ° 
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MOMENTUM GRADES, 


Where the grade is not too long, the momentum, or the work 
stored in the train as motion, can often be used to help get the 
train over the grade. A body in motion has an amount of work 
stored in it dependent upon its speed, and this stored work can 
be used to overcome the force of gravity, or in other words, take 
a train a certain distance up a hill. The amount of work so 
stored increases as the square’ of the speed. A body moving 
30 miles per hour has sufficient work stored in it to carry it 
vertically upward about 30 ft.; one moving 60 miles per hour 
sufficient for 120 ft., etc. Therefore, a train approaching a 
hill at 30 miles per hour could be taken a vertical distance of 
30 ft., due to the momentum, provided the friction were other- 
wise taken care of. On a grade 30 ft. to the.mile this distance 
along the track would be one mile; on a 60-ft. grade, one-half 
mile, etc. Where this momentum is to be expended, or to run 
out, in a given distance, the propelling force can be expressed 
as a pull of so many pounds per ton, or as a certain total draw- 
bar pull at the head end of the train, or as so much negative 
grade, thus cutting down the actual grade and producing a lower 
virtual grade. For our purpose the simplest method is to express 
momentum as so much negative grade and its value may be 
figured by the following formula: 

—" 
Gy =3.5— 
x 
Where G,, = equivalent grade in per cent. 
V =speed in miles per hour 
x xdistance traversed during retardation, in feet. 


Where a minimum speed of five miles per hour at top of grade 
is assumed, the equivalent grade would be determined as follows: 

V? —25 

G,, = 3.5 ———— 

x 
For convenience a curve is used from which can readily be 
obtained the equivalent grade in per cent., having the speed of 
approach and length of grade, based on this formula. Having 
the actual grade and the momentum expressed as equivalent 
grade, the virtual grade is equal to the actual grade minus the 
momentum grade. The actual resistance of the train is, then, 
that due to the virtual grade plus the friction. 


TRACTIVE FORCE AT SPEED. 


Where the speed is above 8 or 10 miles per hour, the maxi- 
mum tractive force cannot be sustained on account of the in- 
ability of the boiler to furnish sufficient steam, and when calcu- 
lating tonnage rates on momentum grades, it is necessary to 
determine the average tractive force from the bottom to the 
top of the hill. It might be well to mention here that some 
engines are a bit over-cylindered; i. e., their tractive force figured 
from the cylinders is higher than the boiler can maintain, even 
at lower speeds. On the low-grade lines, where the train has to 
run at a considerable speed over the ruling grade, such engines 
should reaily be rated on their boiler capacities. This falling 
off of tractive force due to limit of boiler is calculated for all! 
engines at speeds up to 40 miles per hour and plotted on a set 
of curves for convenient use. 

The tractive force shown on these curves as limited by the 
boiler is obtained by the formula: 

375 X 43H 
Tractive Force = ——R 
§ 
Where H =heating surface in sq. ft. 
S = speed in miles per. hour 
R=the total resistance in pounds of the engine and 
tender. 


The expression .43 H gives the maximum cylinder horsepower 
of the locomotive assuming an evaporation of 12 lbs. of water 
per square foot of heating surface per hour, and cylinder water 
tate of 28 Ibs. of water per horsepower hour. This is a formula 
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given by Professor Goss and the results of our locomotive tests 
agree well with it, so it has been adopted. The expression 


375 X 43H 
_—— converts horsepower into cylinder tractive force. 
S 

Now to convert this cylinder tractive force into drawbar tractive 
force we must subtract R, the total resistance of the engine and 
tender. FR is obtained by multiplying the weight in tons of the 
engine and tender with one-half its load of coal and water by the 
resistance per ton at the given speed. 

The tractive force shown on these curves, at the average speed, 
will generally be found satisfactory. In figuring on a momentum 
grade it is necessary to know the speed limit of the division 
for freight trains, and whether there are any permanent slow 
orders at foot of hills due to bad curves, crossover, etc. It is 
hardly safe to regard as a momentum grade any grade over 1% 
miles long or one that has several reverse curves on it. 


EQUATED TONNAGE TABLES. 


Having the total resistance per ton of any given train and 
the maximum working tractive force of the engine, the thing is 
now to get sufficient tonnage to just make the total train resistance 
balance this tractive force. The number of tons that will give 
this total resistance will, of course, vary with the load per car 
and the weather conditions, increasing as the load per car in- 
creases, and decreasing as the weather conditions become more 
severe. For operating use a rate table is prepared showing the 
number of tons for a various number of cars in the train and for 
four weather conditions, namely: 

Rate “A”—Temperature above 30 deg. Fahrenheit and not 
much wind. 

Rate “B”—Temperature between zero and 30 deg. Fahrenheit, 
or strong head or side wind, or frosty rail. 

Rate “C”—Temperature between zero and 30 deg. Fahrenheit, 
and strong head or side wind, or temperature below zero and 
not much wind. 

Rate “D”—Temperature below zero, with strong head or side 
wind. 

The method of obtaining these tables is shown in detail in 
Fig. 2. 

EXPLANATION OF METHOD, 

The various tonnages shown in Fig. 2 all have the same draw- 
bar resistance of 20,000 Ibs., and are calculated for a 0.5 per cent. 
grade at freight car weights from 10 tons to 60 tons, column 1. 
In column 2 is shown the resistance per ton of cars of the various 
gross weights. This includes the grade and the friction resistances 
per ton. Next 20,000 is divided by the resistance per ton, to 
get column 3, showing the various tonnages having the total 
train resistance of 20,000 lbs. Then by dividing the number 
of tons by the gross weight per car column 4 is obtained, show- 
ing the number of cars in the train corresponding to the various 
tonnages. The columns of tons are then interpolated to the near- 
est even figure divisible by 5 and corresponding to an even num- 
ber of cars divisible by 5 and placed in column 12, which is 
the column as finally used in rate schedules. Having column 12, 
the columns 5 to 10, inclusive, are obtained from columns 11 
and 12 by multiplying by a suitable factor. For example, columns 
5 and 6 are the intermediate steps in getting the “B” rate, and 
are obtained by the use of the factor .83, the ratio of resistance 
per ton of a 40-ton car on a 0.5 per cent. grade in warm weather, 
to the resistance per ton of a 40-ton car on a 0.5 per cent. grade 
in zero to 30 deg. Fahrenheit weather. This ratio or factor 
would vary slightly between the 10-ton car and the 60-ton car; 
the factors shown are obtained by taking an average of the ratios 
for the cars of the following weights: 10, 11, 12, 14, 16, 18, 20, 
25, 30, 40, 50 and 60 tons. The tons and cars thus obtained are 
interpolated to even figures, and the tonnage placed in column 
13, opposite the proper number of cars. The other columns are 
obtained similarly by using the suitable factor selected from the 
table shown. 

Tables have been made showing the tonnages for grades from 





596 RAILWAY AGE GAZETTE. 


0.3 per cent. to 1.6 per cent., and for total train resistances from 
10,000 to 35,000 Ibs. (See Fig. 3.) When, therefore, we have 
decided on the maximum working tractive force for a given 
grade, we simply select from the set of tables the suitable sched- 
ule and give this as the tonnage rate schedule for the engine. 
For practical use the rates thus decided upon are made out on 
tonnage rating sheets for each division, which show the number 
of cars and tons for the different rating divisions and for all 
classes of engines on that division. A page from the time-card 
of the Aurora Division of the Chicago, Burlington & Quincy 
Railroad, showing engine rates on that division, is shown in 
Fig. 4. 





THE PASSENGER MAN AND THE PUBLIC* 





Every man working for a railway today has a great responsi- 
bility—greater than ever before—and the passenger man, because 
of his position, his training and experience, is qualified to assume 
his share of that responsibility. 

For many years, and particularly in the last few, there has been 
agitation about the so-called railway question or problem. 
Through lack of complete information about the railways, there 
has arisen some antagonism toward them, and it is important to 
explain the real situation, because the American people, when 
they know the truth, are not likely to be unjust to any one class 
of people or to any one business. 

Upon one hand there is a critical public. Upon the other, the 
railways are struggling with forces which are causing rates to 
remain stationary, or to decline; causing wages to rise or to remain 
stationary; bringing demands from a prosperous and luxurious 
people for increasingly expensive facilities and service, and caus- 
ing taxes to rise at an alarming rate. 

These four forces are all at work reducing the margin between 
income and outgo and making it more and more difficult for the 
owners of railway properties to keep their lines in suitable condi- 
tion to carry the business of the country, and to obtain a return 
commensurate with the risk of the business and sufficient to at- 
tract further investment. 

Railway officers have been less active than they should have 
been in keeping in touch with the public. The railway stock- 
holders have not realized how strong the forces affecting their 
properties are. This condition has changed and the ‘modern 
railway owner, officers and employees, should and do realize that 
it is necessary to maintain cordial and friendly relations with the 
public and by their personal efforts and example to give full in- 
formation about the business, and to build up a constantly better 
feeling towards the transportation machine of the United States. 

It is no doubt true that little things—the abruptness of an agent 
or a trainman, a lack of proper courtesy, inattention to complaints 
of the public, dilatoriness—often caused quite as much criticism 
from the public as things of greater importance. This irritation 
and criticism can be reduced by adjusting the relations between 
the railways and the public at the point of contact. The passen- 
ger men and their representatives in 1909 came in contact with 
each one of nearly nine hundred million users of railways. In 
each of the nine hundred million instances some man had a chance 
to make or mar the reputation of his line and to affect just a 
little the attitude of the people toward the transportation busi- 
ness. Nine hundred million instances of courtesy and attention, 
or nine hundred million passengers completing a journey with a 
feeling that the railway was interested in their comfort and pleas- 
ure, would constitute a great leverage, moving public sentiment 
into better channels. 

The passenger man cannot only build up cordial relations in 
the best way—and that is through pleasant contact of the indi- 
vidual with the individual—but has an opportunity to do an in- 
creasing amount of work in placing before the people the real 
facts about the railway business of this country, and can have a 
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growing influence in showing a majority of the American people, 
who are only unfair because they do not fully understand this 
question, that the railways cannot indefinitely provide increas- 
ingly good service at rising costs, which the public demands and 
should have, and survive, unless there is more reason in directing 
and controlling the four forces I have mentioned. 

There is plenty of information at hand about the railway busi- 


ness. No form of business in the United States is conducted so 
openly and in none are the facts and figures so available. This 
information does not reach the everyday citizen who is interested, 
but lacks ready sources of information, to the degree that it 
should. The passenger man can do a great work by seeing that 
it does. 

The press of ‘the United States reaches the people. In 1909 
there were 22,603 publications issuing a total of 10,600,000,000 
copies per year. The press can help the relations between the 
public and the railways by giving correct information, and, if ap- 
proached properly, will usually manifest a fair attitude. The 
passenger man has a responsibility in this respect and with his 
more intimate knowledge of the business he can help the news- 
papers to avoid misstatements and false conclusions. 

The drift of population in the United States is away from the 
country and into the cities. In 1840, slightly more than one-fifth 
of our people were engaged in commerce, manufacturing, mining 
and transportation, and in 1900 more than two-fifths were so en- 
gaged. Agriculture claimed 77% per cent. of our people in 1840, 
and in 1900 but 35% per cent. Four-tenths of our people are 
living in cities of 8,000 or more. 

Passenger and immigration men and those in charge of ex- 
ploitation can do a great national work in helping along the 
movement toward the land, and in aiding the people to get out 
of the crowded cities, breeding discontent, socialism and great 
suffering. The Bureau of Immigration reports that about 1,000,- 
000 people a vear come to the United States from Europe, and for 
the year ending with June, 1910, only 140,129 went west of the 
Mississippi river. It is better for the newcomer that he avoid the 
crowded industrial centers and live where he can produce food 
and wealth out of the ground, making a profit under good living 
conditions and increasing national production rather than to in- 
crease the horde of consumers in the crowded manufacturing 
districts. 

The passenger man can make money for his railway by helping 
the movement of people back to the land, and at the same time 
perform a patriotic service to his country. 

Steadily increasing public expenditures in this country are in- 
creasing all forms of taxation, which in turn bear heavily upon the 
railway investment and affect the daily lives of every man who is 
employed by a railway company. From 1900 to 1908, the ordinary 
expenses of the United States government grew 121.4 per cent., 
and in 30 selected states the public expenditures increased 201.6 
per cent. 

The passenger man, in addition to the regular duties of his 
office, can lend his influence toward checking the national ten- 
dency toward extravagance and can set an excellent example by 
care in the administration of the duties entrusted to him, by check- 
ing waste in all forms, and he can protect the owners of the 
property he represents by seeing to it that while the public is 
furnished clean, safe and regular transportation, it is not being 
given a service which is costing more than the users pay for it. 

The National Monetary Commission estimated the annual ex- 
penditures of those who visit Europe at $200,000,000. The edi- 
tor of the London Statist places the figures at $170,000,000. Some 
New York bankers, in discussing the matter with well-posted 
French financial authorities, thought the total was nearly $400,- 
000,000. There is sufficient evidence that the amount is between 
$200,000,000 and $400,000,000. This immense sum is annually 
taken out of this country and spent abroad, by people who have 
gone away from home in search of health, rest and pleasure, 
which they might easily find nearer by. 

If our own land were better known, much of this economic 
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loss could be stopped, and the passenger man has an attractive 
field of work in so placing before the average American citizen 
the beauties and advantages of his own country that he will 
spend an increasing share of his travel time and these enormous 
sums in this country, thus keeping American money at home, and 
aiding in the development of the regions which offer so much, 
not only to the tourist, but to the homeseeker. We have moun- 
tains, scenic wonders and an out-doors comparable with anything 
Europe can offer. Each dollar diverted from Europe to our home 
regions assists in giving them continually better facilities for 
the accommodation of travel. Much of what we have to offer is 
unique and can be seen by the traveler in no other country. 

So, I repeat, we in the railway business have a greater re- 
sponsibility than ever before; not only the responsibility of doing 
our best, whatever may be our position in the service, but the re- 
sponsibility of telling the people the real facts about the railway 
business—the responsibility of using our opportunities to aid 
the nation by helping the movement to have a greater proportion 
of our population live in the country than in the cities—the re- 
sponsibility of directing the attention of the tourist to the beau- 
ties of America, so that the money now going to foreign lands 
will remain here and help to increase the balance of trade in our 
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a great one to every American and to every railway employee, of 
encouraging the practice of those habits of industry, thoroughness 
and thrift, which are not so common in the last twenty-five years 
as they were when our country began its work of becoming a 
great nation. 





CONCRETE ENGINE HOUSE; ELGIN, JOLIET & EASTERN. 

The Elgin, Joliet & Eastern has recently completed a con- 
crete engine-house at its new terminal at Joliet, Ill. The house 
contains 17 stalls and is 85 ft. 9 in. wide inside the walls. The 
roof is supported by three rows of concrete columns. The three 
outer sections are 20 ft. spans and the inner one is 25 ft. 9 in. 
wide. There is a small extension 23 ft. x 24 ft. for the heating 
equipment. The walls of the house are 10 in. thick and are rein- 
forced with buttresses having a batter of 1 in 12 and a width 
of 2 ft. 6 in. at the bottom. The cross section of the house 
clearly shows its construction. The roof is arranged to provide 
a space for light and ventilation above the flat portion of the 
inner section. The outside wall is constructed with paper joints 
under the windows and horizontal overhead joints between the 
windows, so that if a locomotive should run through and knock 





































































































favor—and last, but not least, the responsibility, which today is out the wall only a narrow portion would be damaged. The 
x 
oy 
— 7 sea 
8 | aie! 
S | SS! H Le | 
+ NI ke -68%->---68-f 
_ — — —— 
it isl [ S 
Ly fy * 
=a asi | 
\| ZZ? ! 
cane | 
Hage | | 
1 | | 
: | = 
! 3 
x 
Dd | H A: Be H 
° | }---}-----20'0g"-----— : 
| OT hol | . 
& 9 edons di. ighaimcmaae iadaaaian i an | 
%& Ex se 
pi ay | | TT 
as >/6k- | | | | 
§ Top of Rail L | | 
SS — = ___£ Pp Sa eas aT {4 eee eI ¥ See 
“Fide: ce: ia i 
8 Section D-0. Section 8-8. 
‘ ! aw! 
Ry 400" k-46">| 
Sy "26 Triangula Mesh 
4 S B Rod . Px 
ie 2 RO rai 8B 
ra ! \ os" bea E ‘3 34" wn 
ee fin FS re Ay 
Detail of Reinforcing over 2! 2" > | sf 
Hot Air Duct D Pitch i =FS y2" ! Y 
abt i _ | fall 
- = w z ed —- 
“é 4" q " | Ve : <r 7 
; | ia 4 | Lu 2 7 | ey! 
i_-—--|—-—- 246" —--%—-}A4 --> 16, 5 | my | 
N % = 2s 12" H ae ' ta La ‘ La 5 1 7 ! 
ul] = ac: sR. gl tl -09*—-1e---8 -----8 | 
v§ | i J 43 bars Twisted | ' 1 oy 
| Ly Mag . | S 
L Sy i 23 Triangular 1 ery 
x = \ Mesh longitudinal Say AN) 
8 Q ef : wires ropped aramd vs | 
g ‘o Section of posts as Ny 
ue : ! NS Columns. | VOL | ! 
=p —-|____200----~---, 4 --—--~- MGS ba ————--- e+ — 444g —-—~- ~~~ ee 
\1/0% | 7 ae 1 | 
| ” | 5 tu | } 
| fe---|--—-2702-------4 ke - inte anighciete cise er S POE a ere iM 4 
} : | | | 
| Y 
Fs k OKI ro re rh lie aated eal ee ai ox tak ah ie gn oven. aaa ase s a 
i eee 
3 a vs ae 























Details of Concrete Engine House; 








Elgin, Joliet & Eastern. 
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Smoke Jack for Concrete Engine House. 





Interior of Engine House, Showing Concrete Columns and 
Roof Construction. 


Elgin, Joliet & Eastern. 


reinforced concrete beam above this joint is made of sufficient 
strength to support the roof when this portion of the wall is 
removed. 

The roof is a monolithic slab varying from 3%4 in. to 4% in. 
thickness and is supported by reinforced concrete beams. It has 
a wide concrete projection at the cornice which is inclined up- 
ward so as to form a gutter. The necessary hangers and 
thimbles for the fixtures, including the electric conduits and 
piping, were inserted as the concrete work was formed, and the 
use of extension bolts for supports was avoided. The American 
Steel Wire Company’s woven wire reinforcement was used in 
the roof. The general design of the smoke jacks is shown in 
the drawing. They are made of Johns-Manville Transite, the 





Part Plan of Concrete Engine House. 


asbestos plates being 34 in. thick. The floor is made of con- 
crete 6 in. thick. The plant for washing out boilers was installed 
by the W. L. Miller Company, Chicago. The turntable, which 
was built by the American Bridge Company, is 80 ft. long, and is 
operated by an electric tractor furnished by Geo. P. Nichols & 
Bro., Chicago. In the construction of the building 150 tons of 
reinforcing steel and 4,500 barrels of cement were used. The 
contractors were the Cook-Lund Engineering & Construction Co., 
Chicago, and the design was worked out by A. Montzheimer, 
chief engineer of the Elgin, Joliet & Eastern. . 





Surveys are under way for a line in Brazil to connect the ports 
of Sao Francisco, Florianopolis, and Porto Alegre, and construc- 
tion will be commenced as soon as they are completed. 
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THE EXPRESS SERVICE.*. 





BY C, E. TAYLOR, 
General Superintendent, United States Express Company. 

The express companies of today have attained their promi- 
nence in the transportation world solely by reason of the service 
they render, the time they make, and the care and attention they 
give to the individual shipper’s business. They have kept fully 
abreast of the times in the conduct of their growing business, 
and their slogan today is, “Give the public the service,” to such 
an extent as their income will justify to prudent business men. 
These companies in the past sixty years have made money; 
have saved money; have not turned all profits back to the owners 
and shareholders as earned; but all to a greater or less extent 
have put some of the profits back into the business and some to 
surplus, even to the extent of passing dividends, so that today they 
have a stronger financial standing in accordance with their 
capitalization than any other line of business known to me. 
Think of it—sixty years of existence, and the failure or bank- 
ruptcy of an express company unknown simply because of their 
business determination of saving some of the profits as a nest 
egg and ready money surplus immediately available to meet any 
emergency that ever has come up. 

As to the character of the’ express service, I quote from the 
Interstate Commerce Commission’s first annual report on ex- 
press companies, as follows: 

“The express service in and of itself is not a transportation service, 
although it is closely related to transportation, and the question of express 
rates involves the question of transportation rates. ‘ 

“The chief service rendered by express companies consists in collecting 
shipments intrusted to their care at points of origin, in safeguarding such 
shipments in transit, and in delivering them to consignees at destination. 
Transportation proper is furnished by the railway and other carriers over 
whose lines the express companies conduct operations, and the expense of 
such transporation is included in the operating expenses: of those carriers.” 

The business of today, while similar to the business of the 
past, as to operation, is much curtailed as to the net earning 
power of the companies. This has been caused in the past dec- 
ade by the continuous and gradual increase of salaries of em- 
ployees, and of the cost of paraphernalia used in the express busi- 
ness; by the gradual—if slight—decrease in rates; and most em- 
phatically by the faster and faster passenger train schedules put 
in force, which mean a larger percentage of the express earn- 
ings must go to the railway companies to meet such increased 
expense if the public is to be served by the fastest mode of trans- 
portation through its express companies. These various in- 
creased expenses to the express company are not as yet over- 
come by the growth in the volume of business, and, as. a result, 
some express companies are making a hard struggle to earn 
enough net today to pay modest dividends to their stock or share- 
holders, and not dig into their surpluses nor impair their high 
financial standing. 

The express business is peculiar to itself in that out of every 
gross dollar the companies charge the public for service, they 
immediately pay out in the form of wages, rents, horse-board, 
renewals of equipment, taxes, payments to railways, claims, gen- 
eral expenses, etc., from 90 to 98 cents. If some express com- 
panies can make net from three to five cents out of a gross 
dollar charge, they are doing well. 

The rates in effect by express companies today are reasonable, 
we believe, based upon the cost of handling the business. 

There are two ways to put the express companies out of busi- 
ness: One way is to raise the rates from 50 per cent. to 200 
per cent., i. e., make them prohibitive to the public needing such 
service. That is the quickest way by reason of the kind of con- 
tracts obtaining between railway and express companies. The 
other way is to reduce the rates most materially, which could 
have but one outcome, namely, the ceasing of the carrying of 
express on passenger trains. You certainly must know that if 
express rates were made the same as freight rates, or the same 





*From an address before the Chicago Transportation Association, Chi- 
cago, September 18, 1911. 
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as freight rates plus the cost of picking up and delivering, there 
would be no freight service, as the transportation would all be 
for movement by express on passenger trains. The traveling 
public will not stand for mixed trains today, but demand the 
fastest passenger service. Perhaps some of you have not thought 
of it before, but it is a fact that on the larger systems of raif- 
way it is a question of serious moment how they are to handle 
the express on passenger trains if its volume continues increas- 
ing, and the volume is increasing under the present rates, even im 
the face of the extremely good service offered by the freight 
departments of railways in the form of their fast freight lines 
and package cars of recent years. There is one thing certain 
to me and that is, that the reasonable rates charged by express 
companies today cannot be materially raised, nor materially low- 
ered without detriment of the shipping public, as well as to the 
express companies, and I verily believe that this will be the con- 
clusion reached by the Interstate Commerce Commission after 
the very thorough investigation of express matters upon which 
it is now engaging. 

If you learn that the government postal department, in order 
to facilitate the more rapid movement of mails, causes a fast 
mail train to be run between such prominent business centers 
as Chicago and St. Paul, you will find the express company op- 
erating over such railway lines, will have one or two through 
express cars on the train, even though passengers are not car- 
ried, and the express cars will not run empty. These fast trains 
carrying express matter are sometimes profitable and sometimes 
not, but the express companies are keeping abreast of the times, 
and, to the extent of their ability and earnings as derived from 
the express rates in effect, giving to the public the best service 
possible, and continually working with the end in view of im- 
proving the service and making themselves more indispensable 
to the American shipping public. 

I had intended to close this short talk with the foregoing, but 
have been asked to say something specifically as to the reason- 
ableness of express rates because of its being prominently in the 
newspapers of today; I will speak of this only from an operating 
man’s point of view. I am not a traffic man, and you must know 
that the traffic department and the operating department of rail- 
ways and express companies are distinctly separate, and are con- 
ducted each by experts of their own, although the experts of 
each must have a general insight into the work of the other de- 
partments. 

There are various kinds of contracts between express compa- 
nies and railways, but the one most universally in use, particu- 
larly upon railway systems of any considerable mileage, is the 
percentage contract, by means of which of all express earnings 
accruing upon such railway, about 50 per cent. are paid over to 
the railway. It is true there are contracts where even a greater 
percentage is paid to railways, and likewise true that a lesser 
percentage is paid to railway companies. This percentage, how- 
ever, in the past decade is gradually and surely increasing by 
reason chiefly of the claim of railways of the increased cost of 
furnishing continually better, i. e., faster and faster, express 
passenger train service. 

Express companies, of course, have the cost of maintaining 
their general offices, tariff departments, auditing and accounting 
departments, their division superintendence, their messenger 
service accompanying the goods in transit, and their transfer ex- 
penses at junction points, but the greatest outlay of all is the 
terminal expense in cities of 10,000 population up to millions— 
the cost of picking up and delivering goods over such extensive 
areas, 

The express companies do not and cannot, with the present 
terminal service furnished by them and demanded of them, make 
any money on short haul matter. They make their money on 
long haul matter. They carry any amount of short haul matter 
today at their present rates at a positive loss. 

Example: You wish to go visiting to Aurora, Joliet, Elgin or 
Zion City and take your trunk, weighing 100 pounds, with you. 
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The railways carry it free for you over their lines on your ticket, 
but you pay fifty cents to have a baggage company pick it up at 
your residence and take it to the Union Station, and you pay at 
the other end of your journey from 25 cents to 50 cents to have 
it delivered to your friend’s house; and you do not consider the 
charges exorbitant. 

The express rates from Chicago to the points named are from 
50 cents to 60 cents per 100 pounds, and the express company 
will pick up your trunk within its delivery limits in Chicago and 
deliver it within its delivery limits at the points named, pay to 
the railways 25 cents or 30 cents of the 50 cents or 60 cents 
charge, leaving it from 12% cents to 15 cents at each end of the 
line. You must know that even though the number of trunk ship- 
ments might be considerable, this is done by the express company 
at a positive loss where the area of free service is so large as in 
Chicago. 

Now, if a trunk of such weight were going to St. Paul, Kansas 
City, Omaha, rate $2, distance 500 miles—more or less—the ex- 
press company, after paying the railway $1, would have left 50 
cents for each end of its line, and this transaction could, as a 
general thing, be done possibly at a profit, at least not at a loss. 

If the trunk were going to Denver, Wichita, Fort Worth, or 
some other place where the rate was $5, after paying the railway 
its $2.50, the express company would have $1.25 for each end of 
the line, and it would make good net money out of the transac- 
tion after paying the terminal and messenger and transfer ex- 
penses. 

Take a one-pound package of merchandise from Chicago to 
the points named: The charges are 25 to 30 cents. Pay 12% 
to 15 cents to the railway, and do you suppose for a moment that 
the 614 to 7'% cents at each end of the line is enough to take 
care of the terminal charges, collect the charges upon delivery 
and pay line and overhead expenses? 

Take a 7 pound package to the points named: Charges will be 
from 30 cents to $1, i. e., for express company, 7%4 cents to 25 
cents at each end of the line. 

Take a 25-pound package to the points named: Charges will 
be from 35 cents to $1.85, i. e., 834 cents to 4614 cents at each end 
of the line. 

This sounds big, but it will not seem so when I tell you on the 
authority of the Interstate Commerce Commission’s first annual 
express report that the average weight of a piece of express, 
weighing 100 pounds or less, is twenty-five and fifty-seven hun- 
dredths pounds, and the average revenue on same is forty-four 
and forty-seven hundredths cents. Further, the number of pieces 
of express weighing 100 pounds or less was over 95 per cent. of 
the total number of pieces handled. We have in this as concise 
and accurate a basis as can be arrived at. It is very hard to 
determine to a nicety what it costs to pick up a one-pound pack- 
age at No. 50 State street, Chicago, and a 25-pound package at 
No. 52 State street, and a 100-pound package at No. 54 State 
street, all by the same wagon force on the same trip, or by dif- 
ferent wagon forces on different trips; and there are no better 
statistics available as yet than these Interstate Commerce figures, 
which show that the express companies’ rates or charges upon 
each package weighing 100 pounds or less regardless of distance 
to be transported, average about 44% cents, and the weight aver- 
ages about 25%4 

Now with the 


pounds. 

railway getting 22% cents, there is left to the 
express company 11% cents for each end of the line for terminal 
expenses, general expenses, transfer expenses, line expenses, and 
in fact, expenses of all kinds, except only payments to the rail- 
ways, and you may well believe that the management of express 
companies hold their operating offices right down to the line, 
authorizing disbursements only for expenditures actually needed 
for the conduct and welfare of the business. 

Now, as to our present troubles: The boundaries of the 
average state are such that the interstate express carriage wil! 
be from one mile to 500 miles, with present express rates ranging 
on such mileage from 50 cents to $2.50 per 100 pounds. In other 
words, practically all interstate business comes under the head 
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cf short haul business, and so far as the greatest item of cost 
to an express company is concerned, namely, the terminal ex- 
pense, it costs us just as much to pick up a piece of a given 
weight, whether it is to be transported a few miles at a 50 cent 
rate, 500 miles at a $2.50 rate, or 2,500 miles at an $11.50 rate. 
The result is obvious. We cannot stand any reduction on our 
short haul rates except at the cost to our long haul patrons. 

I do not believe there is any express company which could 
operate over all the mileage in the state of Illinois and over ab- 
solutely no other mileage than in the state of Illinois, under the 
express rates in effect today and give the service the companies 
are giving except only at a continual loss. 





STEEL BARGE MASTODON; MORGAN’S LOUISIANA 
& TEXAS. 


The steel barge Mastodon was built by the New York Ship 
Building Company, Camden, N. J., for Morgan’s Louisiana & 
Texas Railroad & Steamship Company, and it has been in ser- 
vice for over a year, transferring passenger and freight trains 
across the Mississippi river at New Orleans. She is said to be 
the largest steel barge in America. The barge takes over 16 
passenger trains every 24 hours, and between these regular 
passenger trips she handles on an average about 3,200 freight 
cars per month. The boat has proved to be very satisfactory 
for the purpose, as she handles quicker and tows easier than the 
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Half Mid-Ship Sections. 


old wooden boat now replaced, which was of smaller dimen- 
sions. 

In ordinary conditions, when the current of the river is not 
particularly swift, one tug boat of about 1,000 h. p. is used to 
handle the barge. Under adverse weather conditions, or when 
the current of the river is unusually strong, an auxiliary tug of 
about 400 h. p. is employed. 

The trip from Camden, where the barge was built, to New 
Orleans took nine days. At the Delaware breakwater she was 
taken in tow by the Southern Pacific steamer El Paso, and 
towed around Hatteras down the Atlantic ocean, through the 
Straits of Florida, and across the Gulf of Mexico to the mouth 
of the Mississippi river. The journey down the Atlantic and 
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through the Straits was made under average weather condi- 
tions, at a speed of ten miles per hour. In the Gulf bad weather 
was encountered, but on arrival at New Orleans the barge was 
carefully examined and not a single loose rivet was found. 
The Mastodon was built extra strong, not only on account of 
the heavy loads of the trains to be carried, but also because it 
was necessary to tow her such a long distance in the open sea. 

She is of steel throughout and carries three parallel tracks 
on 12 ft. centers. Under each rail there is a longitudinal girder 
running the entire length of the boat. This girder construc- 
tion is designed so as properly to carry the heavy loads which 
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double 4 in. x 4 in., 11.3-Ib. angles, and one 4 in. x 5 in., 17.8-Ib. 
angle at bottom. The bottom longitudinals are composed of 
24-in. 1714-lb. plates, connected to the shell by double 3% in. x 
3% in. 8.5-Ilb. angles, and one continuous angle of similar size 
on the upper edge. 

All bottom plating is steel weighing 18 Ibs. per sq. ft. 
upper shell sheets are 22 Ib. and the lower ones 20 Ib. through- 
out, and the shell generally has double riveted edge landings and 
triple lap butts. Other principal figures relating to the construc- 
tion are shown on the drawings. 

A set of bell and whistle signals are placed on the after part 
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Framing of Steel Barge. 


are imposed when the lotomotive first comes on the barge 
tracks. 

The following are the general dimensions of the boat: Length 
over all, 368 ft.; width of hull, 50 ft.; depth at center, 11 ft. 
4 in. The general construction is shown in the drawings. The 
pilot house is located on a truss bridge 50 ft. from one end and 
22 ft. 6 in. above rails. There is one continuous 15-lb. steel 
deck, and there are six water-tight bulkheads. The frame bars 
consist of 8-in. 16%4-lb. channels. The three longitudinal deck 
girders are 30 in deep, and the three bottom ones 24 in. deep. 
Those under the deck have a 30-in., 20-Ilb. web plate, with 


of the barge and wires in a conduit lead from the pilot house to 
A search-light 14 in. in diameter is mounted on 
house, with necessary apparatus for 
Electric current for the search-light 


the signals. 
the roof of the pilot 
manipulation from within. 
and signaling is obtained from a generator on the tug, and 
steam pipes for the capstan and whistles are ccnnected to the 
tug boiler. 

We are indebted to Guy Hopkins, cperating engineer of Mor- 
gan’s Louisiana & Texas Railroad & Steamship Company, for 
the drawings, photograph and information relating to this large 
car transport. 




















Steel Barge Mastodon; Morgan’s Louisiana & Texas. 








ARGENTINE RAILWAYS. 





The official report of the Argentine Ministry of Public Works 
for 1909 shows that the railway mileage of the country increased 
during the year 651 miles, making a total of 15,402 miles at the 
end of the year. Of this 524 miles was double-track road. Of 
the total, 9,519 miles was of 5 ft. 6 in. gage, 1,318 of standard 
(4 ft. 8% in.) and 4,565 of metre gage. There were 400 inhabit- 
ants per mile of railway—a little more than.in this country. The 
capital invested was $56,673 per mile, against $59,259 in this 
country. The state owned 1,894 miles in Argentina, all of metre 
gage. The rolling stock was at the rate, per 100 miles of railway, 
of 184 locomotives, 16.1 passenger cars and 408 freight cars; 
while in the United States there were 24.3 locomotives, 19.3 
passenger cars and 881 freight cars per 100 miles. The aver- 
age weight of the Argentine passenger cars was 27 tons; of 
8-wheeled freight cars, 29,000 Ibs. on the broad gage, 23,000 lbs. 
on the standard, and 17,600 on the metre gage. 

This average locomotive mileage was 26,800; only 65 per cent. 
of which was train mileage, and 30 per cent. credited to switch- 
ing. The average mileage made by passenger cars was 36,434 
miles; by freight cars, 9,087. 

The traffic was at the rate, per mile of road, of 82,494 pas- 
sengers and 278,073 tons per mile of road, or, more intelligibly, 
to 113 passengers and 381 tons of freight moved each way daily 
over the entire system, which may be compared to the daily 
movement in this country of 189 passengers and 1,493 tons per 


mile. Argentina resembles, so far as traffic is concerned, our. 


Middle West at an earlier day; its production being almost ex- 
clusively agricultural, and growing rapidly as the pampas are 
brought under cultivation, and stock growing extends in the pre- 
viously uninhabited districts to the south. In 1909 live stock 
made up 9.3 per cent. of the total freight carried; farm products, 
31.5 per cent.; building materials, 17.2 per cent.; manufactures 
(nearly all flour, sugar and spirits), 10.5 per cent. Coal made 
but 214 per cent. of the whole, and was not half the weight of 
the firewood and charcoal carried. 

The importance of Argentina in the world’s markets is due 
not so much to the quantity of grain and stock produced, but 
to the fact that, the population being small, by far the larger part 
of it is exported. Argentina has little more than 6,000,000 in- 
habitants; but in 1909 its railways carried 156,500,000 bushels of 
wheat, 106,000,000 of corn, and over 31,000,000 of flaxseed. And 
while here by far the larger part of our corn is fed at home, 
in Argentina only 286,550 hogs were carried in 1909 (against 
4,500,000 cattle and 10,300,000 sheep). 

That year was an unfavorable one in Argentina, however. 
The year before 19 per cent. more sheep, 17% per cent. more 
wool, nearly 40 per cent. more wheat, and 25 per cent. more 
flaxseed was carried. The pampas are liable to droughts and 
to visitations of locusts, which make the production very uneven. 

The average rates received in 1909 were 1.89 cents per pas- 
senger mile, and 1.71 cents per ton mile, against, in the United 
States, 1.928 cents per passenger mile and 0.763 cent per ton 
mile. Gross earnings in Argentina were $6,452 per mile, working 
expenses 61 per cent., and net earnings $2,620. In the United 
States, gross earnings were $10,356, working expenses 66 per 
cent., and net earnings $3,505 per mile, or railways having carried 
69 per cent. more passenger and nearly three times as much 
freight per mile as the Argentine roads. 

The number of employees per mile was 6.81 in Argentina 
and 6.38 in the United States. The traffic effected per employee 
was 12,114 passenger miles and 40,833 ton miles in Argentina; 
19,953 passenger miles and 149,527 ton miles in the United 
States. The average pay per employee was $435 in Argentina 
and $657 here. 

The principal railways in Argentina are owned and worked 
by the English; but there is also an important French system, 
to say nothing of the state railways. The shop employees are 
largely foreigners, including many British, but the chief foreign 
population is Italian. 
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THE CONDITION OF THE EGYPTIAN RAILWAYS. 





In a communication by M. P. Arminjon, in the Revue Econo- 
mique Internationale there was given recently a general resumé 
of the Egyptian railway situation. According to Prof. Arminjon, 
the ‘railways owned and operated by the Egyptian government 
have a total length of 1,975 miles. In 1880, the first year of the 
reign of Tewfik Pasha, there were but 888 miles so owned. 
Even 10 years later the system had only grown by 61 miles. In 
1902 construction was vigorously pushed and the purchase from 
the Keneh Assonan Railway of the 186 miles of line which it 
was operating raised the figure to 1,447 miles. Since then the 
government acquired, in 1906, 392 miles of standard gage track 
from the Sucveries company and, in 1909, bought from the 
Corporation of Western Egypt 122 miles, connecting Fashut, in up- 
per Egypt, with the grand oasis of Khargeh in the Libyan desert. 

The Egyptian treasury now realizes a remunerative revenue 
from its railways. This is shown by the following table, taken 
from the latest financial statement: 


Year. Gross Receipts. Disbursements. Net Receipts. 
nes $15,504,589 $8,627,213 $6,877,376 
IDOD sweshucskss 16,887,917 9,536,191 7,351,726 
ielGnsessasoaus 18,481,167 10,125,375 8,354,792 
Lo ae ae, 17,809,378 10,794,286 7,015,092 
ees Geraus see 16,918,907 10,228,032 6,690,875 


It will be seen from the above that the operating expenses 
run at from 61.35 to 64 per cent. of the gross receipts. 
The following table gives the growth of the capital invested: 


Year. Capital. Year. Capital. 
LAS rt $105,665,472 Loe $120,568,800 
PS kox sen ebbewne 108,176,032 Pll csasesasen ys 125,639,424 
| OURS ao 110,319,667 RAR ee 130,123,657 
(| Se oe 114,048,000 1909 (provided). 130,429,440 


For the past ten years a number of private companies have 
been busily engaged in the construction of secondary narrow 
gage lines in the Delta and the province of Fayoum. For the 
most part they are well built, and collectively they contribute 
almost as much traffic as that which is drawn from the standard 
railway of the state. In 1907 the Egyptian Light Railway oper- 
ated 573 miles; the Lower Egypt Railway, 68 miles; the 
Fayoum Light Railways, 104 miles; the Salt & Soda Company, 
which has a concession of the valley of Wady Natroum, 31 
miles. The Daira of the khedive has at last built a road along 
the west coast of the Mediterranean,*which has been carried as 
far as Fuka, 133 miles, of which 99 miles is of standard gage, 
as far as Debba, and which will eventually be extended, without 
doubt, in the direction of Tripoli. The total length of the 
Egyptian railways is, therefore, about 2,480 miles. If we consider 
that the superficial area of the country, disregarding the desert, 
is but 12,665 square miles, including the Nile and the canals, 
which reduce the habitable area of the country to 11,072 square 
miles (about the area of Belgium or Sicily) and to about 800 
square miles of arable land, it is seen that these figures of 
railway mileage make a very creditable showing. 

The main line which serves Egypt from Alexandria to the 
first cataract, and from which all the others branch, crosses the 
two arms of the Nile to Kafr-el-Zaiat and Benha, where a 
branch connects for Zagaziz and Ishmailah at Port Said and 
Suez. From Tantah, which is located almost at the center of 
the Delta, another line runs to Damietta and Mansourah; reach- 
ing Cairo, it again crosses the Nile, from which place it is on the 
left bank. At Nag-Hamadi it crosses to the right (east) bank. 
At 417 miles from Cairo, starting from Luxor the gage is nar- 
nowed to 41.75 in. for the remaining 136 miles to Assouan, the 
terminus. The gages of the Egyptian Railways gre as follows: 
State, 4 ft. 85 in.; Khargeh Oasis, 29.5 in.; Delta Light Rail- 
ways, 29.5 in.; Fayoum, 29.5 in.; Luxor-Assouan, 41.75 in. 

One of the reasons for the remarkable development of the 
Egyptian railways is the complete absence of country roads, up 
to a recent period, and the inability of the main highways, started 
in 1890, to meet the growing demands of the population. Up 
to that time, the Nile, the canals and the irrigating basins, with 
a few miles of roads laid out about the principal cities, supplied 
the only means of inland communication. 
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The Office of Public Roads, of the Agricultural Department, 
has issued bulletin No. 38, describing methods of examining 
bituminous road materials. 


The plans for building new subways in Boston are said to be 
now in condition to be carried out; the state legislation and the 
city government having taken final action preparatory to the 
beginning of work. 

The government has begun suit at Los Angeles against the 
San Pedro, Los Angeles & Salt Lake for violation of the hours- 
of-service law, in requiring certain telegraphers to work more 
than nine hours a day. 


The educational bureau of the Illinois Central, since the an- 
nouncement of its establishment on July 1, has received 5,000 
applications for membership from employees of the road. More 
than 2,300 employees are regular ‘students of one or more of the 
different courses offered. 


The Great Northern Railway is to install telephones for use 
in train despatching on 119 miles of its lines in the state of Wash- 
ington, having ordered selectors from the Western Electric Com- 
pany. This road now has nearly 4,000 miles of telephone lines 
in use for train despatching. 


The “California Limited” of the Atchison, Topeka & Santa 
Fe, running between Chicago and Los Angeles, and which was 
put on in the month of May last, has passed Albuquerque on 
time every trip but two; and the westbound train has arrived in 
Los Angeles on time every trip but two. 


An airship built for the British government was wrecked 
at Barrow-in-Furness, England, last Sunday, the first time 
it was taken out of its shed. ‘This balloon is said to have 
cost $400,000 and the wreck appears to have been the result 
largely of improper design of the framework. 


Officers of the Nashville, Chattanooga & St. Louis were 
called before the Governor of Georgia this week to answer 
to charges of having exacted illegal charges on the Western 
& Atiantic division of the road, which is owned by the state 
of Georgia and operated under contract by the N. C. & 
St. 1. 


It has been announced that within a short time the Texas & 
Pacific will use oil instead of coal for fuel on all of its locomo- 
tives, and that on the Texas and Arkansas divisions of the St. 
Louis Southwestern also oil is to be used exclusively, the supply 
for these two roads to be obtained from the Caddo oil fields 
in Louisiana. 


The victory of the conservative party in the recent elec- 
tion in Canada is expected to cause a change in the status of 
the Hudson Bay Railway. Construction of this railway has 
already been begun by the Laurier government and it was 
the intention to iease it to one of the large companies; but 
the conservatives, in their campaign speeches, promised that 
the road should be not only owned, but operated by the gov- 
ernment. 


On the line of the Canadian Pacific last Sunday, telephone 
conversation was carried on between Montreal and Fort 
William, 995 miles over a No. 9 iron telegraph wire, grounded; 
and, according to the reports, the experiment was a marked 
success. The instruments used are of a new design, invented 
by David H. Wilscn of Chicago. The apparatus is said to 
be well adapted to use on composite circuits—telegraph and 
telephone. 


Figures compiled from the records of 32 of the leading 
Texas railways show that during the fiscal year ended June 
30, 1911, a total of $2,505,084 was paid out by them in the 
settlement of personal injury cases, being an average of $184.68 
for every mile or road operated and included in the com- 
pilation. This amount was 2.63 per cent. of the total operat- 
ing revenue of the roads and 3.4 per cent. of the total operat- 
ing expenses for the same period. 


High heels and hobble skirts are responsible for a large pro- 
portion of the injuries sustained by women while getting on 
and off trains and mounting and descending stairways in sta- 


General News Section. 





tions. The Pennsylvania Railroad in three months had 73 such 
cases. The reports read: “Heel caught on step of coach and 
tore off’; “High heel caught while descending stairs, wore 
hobble skirt”, and so on. And the claim agent, with all his 
philosophy can only sigh, and observe that “women of all times 
have followed styles that are dangerous to life and limb.” 


Clerks, weighmasters and warehouse employees of the Illinois 
Central and the Yazoo & Mississippi Valley, at Memphis, Tenn. ; 
New Orleans, La., and Jackson and Vicksburg, Miss., went out 
on a strike on September 25, between 600 and 700 men being in- 
volved. The strike order is said to have been issued because 
the roads refused to recognize the union and arrange a system 
contract, and because three members of the organization hold- 
ing union cards were discharged at East St. Louis, Ill. The 
officers anticipated no trouble in filling the places of the striking 
clerks. At New Orleans on the 27th, according to a press 
despatch 410 sheet metal workers and locomotive firemen struck, 
in sympathy with the clerks. 


Between 1,500 and 1,600 car shop men and inspectors on the 
Missouri, Kansas & Texas went out on a strike on September 23 
following a disagreement with the officers regarding a new. 
schedule of wages. The employees asked that officers grant a 
joint conference to the men on the lines in Texas and those on 
the other parts of the system, which, according to the legal de- 
partment of the railway, cannot legally be done under the law of 
Texas, requiring corporations doing business in Texas to main- 
tain their separate identity. President A. A. Allen said that offi- 
cers of the Missouri, Kansas & Texas Railway and of the Mis- 
souri, Kansas & Texas of Texas are willing to meet the work- 
men of each corporation, but they cannot meet Texas workmen 
in conference with workmen not employed by the Texas corpora- 
tion. The principal shops of the system at Sedalia, Mo., and 
Denison, Tex., were closed when the strike order was issued. 


The strike of track-repair men on the Delaware, Lackawanna 
& Western appears to have been a complete failure. The offi- 
cers of the road say that in New York state the places of the 
men who left work were readily filled, and that in Pennsylvania 
only one-third of the men joined in the strike. In New Jersey 
none of the men left their work; yet the appeal of the leader of 
the strikers to the governor of that state elicited from him a 
letter, which was published, saying that in his opinion the men 
seemed to be making a just and reasonable demand; that officers 
of the railway company were unwisely hostile and that the head 
of the New Jersey Department of Labor ought to co-operate 
with the authorities of New York State, with a view to helping 
the strikers. State Labor Commissioner Bryant called on Presi- 
dent Truesdale of the railway, but reported that his visit had been 
fruitless. On Tuesday of this week special officers armed with 
rifles were reported in service along the Bloomsburg division of 
the road and also the trains of that division. Assaults on some 
of the trackmen led to the conclusion that special guards were 
necessary. 





Pennsylvania Trains in the Hudson Terminal. 


The Pennsylvania Railroad aygnounces that beginning October 
1 passenger trains will be run through between Manhattan Trans- 
fer 6.4 miles west of Jersey City and the Hudson Terminal, 
Church and Cortlandt streets, New York, using the Hudson 
river tunnel of the Hudson & Manhattan Railroad. Thus pas- 
sengers by the Pennsylvania traveling to or from lower New 
York City will change cars at Manhattan Transfer instead of 
at Jersey City, and in the case of trains which-run to or from 
the Thirty-second street (uptown) station, passengers will have 
to change only once, instead of twice as at present. This six- 
mile section of the New York division has been electrified and 
is to be made a separate despatching division because of the use 
of it by the electric trains of the Hudson & Manhattan. New 
automatic block signals have also been put in. These are upper- 
quadrant three-position, the same as those on the new line to 
the Pennsylvania terminal, at Thirty-second street. The Hudson 
& Manhattan tunnel tracks emerge and join the tracks of the 
Pennsylvania at a point a short distance east of Shanley’s Cut, 
between Jersey City and Marion, and about one mile from the 
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river. The time of trains from Hudson terminal to Manhattan 
Transfer will be 16 minutes, the same as that of trains from the 
uptown terminal. 

A special train with officers of the Hudson & Manhattan and 
the Pennsylvania Railroad ran through from the Hudson Ter- 
minal in Manhattan to the Manhattan Transfer in New Jersey, 
on September 27, over the new line of the Hudson & Manhattan, 
which is to be completed to Newark, N. J. The run was made 
in 15 minutes and 15 seconds, which is a minute and a quarter 
faster than the schedule time for regular trains. The Pennsyl- 
vania Railroad will continue its shuttle trains between Manhattan 
Transfer and Jersey City, and there will be 10 incoming trains and 
five outgoing trains, which now use the Jersey City station, which 
will hereafter arrive at and depart from the Pennsylvania sta- 
tion, in New York City. The road from Manhattan Transfer 
on to Newark is finished, except about 50 ft. of viaduct. The 
fares through the tube and on to Newark will be the same as 
the Pennsylvania charges for the same trip at present. About 
two-thirds of the way the trains will run over Pennsylvania 
tracks, and the Pennsylvania paid for about 60 cars. They are 
labeled with the name of Hudson & Manhattan, but are painted 
Pennsylvania red. On the completion of the line to Newark, 
the Hudson & Manhattan will run trains from New York to 
Newark. 


Railway Schooling in Pittsburgh. 


The Evening School of Economics of the University of Pitts- 
burgh will this year give special courses in transportation and al- 
lied subjects. The courses will be given Thursday evenings. 
The plan will provide systematic study of the origin and de- 
velopment of American railways, their present ownership and 
control, the organization of the railway company and how it does 
its work, financing, the freight, passenger and mail service, regu- 
lation by the federal and state authorities, the work and decisions 
of the Interstate Commerce Commission, the principles of rate 
making, and government ownership. Attention also will be 


given to the inland waterway question and merchant marine, 
subsidies, etc.—Pitisburgh Times. 





Inspectors of Safety Appliances and Hours of Service. 


The United States Civil Service Commission announces an 
examination on November 6-7, 1911, to secure eligibles from 
which to fill positions of inspectors of safety appliances and in- 
spector of hours of service for the Interstate Commerce Com- 
mission, unless it shall be decided in the interest of the service 
to fill such vacancies by reinstatement, transfer, or promotion. 
It is expected that approximately six appointments will be made 
to the position of inspector of safety appliances and four ap- 
pointments to the position of inspector of hours of service. The 
salary of the position of the former is $1,800, the latter, $1,500. 
The duties of the safety appliance inspectors will comprise the 
making of inspections and reports as required by the safety ap- 
pliance acts; the duties of the hours of service inspectors will 
be the making of inspections and reports as required by the 
hours of service law. Both safety appliance and hours of serv- 
ice inspectors may be required to investigate accidents as re- 
quired by section 3 of the accident investigation law of May 6, 1910. 

Applicants for the position of inspector of safety appliances 
must have had at least eight years’ experience in steam railway 
service as conductor, engineman, trainman, yardman, fireman, 
or yardmaster, or at least five years’ such experience as man- 
ager, general or division superintendent, trainmaster, master 
mechanic, master car builder, general car foreman, road fore- 
man of engines or air-brake supervisor, and must, within two 
years next preceding the date of his application, have been in 
active service in one or more of the capacities mentioned, or 
as an inspector of steam railway equipment under the govern- 
ment of the United States or any state or territory, provided 
he has had experience in any one or more of the positions above 
referred to. 

Applicant for the position of inspector of hours of service 
must have at least eight years’ experience as trainmaster, yard- 
master, train despatcher, telegraph operator, block-signal opera- 
tor, conductor, engineman, fireman, trainman, or yardman. 

No person interested either directly or indirectly in any 
patented article required to be used on any locomotive or car 
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under inspection shall be eligible for appointment to either of 
these positions. 

The scope of the practical questions to be given applicants 
for the position of inspector of safety appliances will be gen- 
erally the equipment of locomotives and cars as prescribed by 
the United States safety appliance standards, and train opera- 
tion and rules (comprising practical questions relating to the 
construction, repair, operation, and inspection of locomotives, 
cars, and their appurtenances). 

The applicants for the position of inspector of hours of service 
will be given practical questions on standard train and block- 
signal rules, on the operation of trains, the manner of keeping 
train sheets, time records, and block-signal records, etc. 


A Problem in Psychology. 


A paragraph in the court news of a New York paper says 
that a lawyer, who died in 1906, and whose estate has just been 
settled, had 751,860 shares of worthless mining stocks. Surely 
this is an awe inspiring record. Was he an altruist, buying up 
these securities so as to remove temptation from the innocent 
public? Or was he merely a selfish collector, carried away by 
his enthusiasm as a connoisseur of engravings? 


A Disciple of Brandeis. 


A fireman was up for examination for promotion. He passed 
a fair test on the rules and machinery, but during all of it the 
examiner was constantly lecturing him as to the need of economy 
in the use of fuel and oil, so that by the time he finished his 
examination it was pretty well on his nerves. 

Having finished the technical part the examiner put to him this 
question: “Supposing you are the engineer of a freight train on a 
single track, and you see that a collision with a passenger train 
is imminent and you know that you could not stop your train, 
what would you do?” 

The man, unstrung by the vigorous instruction he had received 
as to economy, replied: “Why, I would grab the oil can in one 
hand and a lump of coal in the other, and jump.”—Aftchison 
Globe. 


Equipment Note. 


The passenger traffic on the Morristown & Erie has increased 
30 per cent. within the last year, yet the company has not added 
to the carrying capacity of the road. The same old car (which 
previous to its installation on the line, was one of the venerated 
relics of the Erie) is the only accommodation. But there are 
rumors that the company is going to double its capacity; is 
going to procure another car—one made after the Civil War, 
not before—and if this is a fact it may deter patrons from mak- 
ing an appeal to the state railway commission—New York 
Commercial. 


U. S. Steel. 


To quiet unfounded rumors, the directors of the United States 
Steel Corporation, after a meeting on Tuesday last, issued the 
following statement, signed by Messrs. J. Pierpont Morgan and 
Elbert H. Gary, Committee of the Board: 

“No negotiations whatever have taken place between the Steel 
Corporation and the Department of Justice looking to the disso- 
lution or disintegration of the corporation. The corporation 
was organized for business reasons and purchased its various 
plants to promote such business and not to restrain trade or 
obtain a monopoly. In all its operations the company has scrupu- 
lously observed the law and recognized the just rights of its 
competitors and the consumers of its products. So far as its 
directors are aware, no complaint has ever been made against it 
by either of these interests. The directors are advised by its 
counsel that its existence is not in violation of the Sherman act 
as interpreted in the recent decisions of the Supreme Court. 

“In view of this record and this advice the directors feel that 
their duty to their stockholders, their employees and the public 
requires that they should set at rest all rumors to the effect that 
they are contemplating any voluntary dissolution or disintegra- 
tion of the corporation, or have any belief that it is subject to 
such dissolution or disintegration by legal action. We believe 
that the organization is legal and that its management is proper 
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Its properties are of immense intrinsic value and the corporation 
is of benefit to the public interest.” 

Another statement given out was to the effect that customers 
are buying only for immediate requirements. “Nevertheless, 
strange as it may seem, the volume of prompt business is larger 
than usual, specifications running upwards of 30,000 tons a day. 
Of the 4,500,000 tons on the books, of which 920,000 tons is in- 
ter-company business, it may be said, from the standpoint of 
mill operations, it is better business than an old time contract 
order book of double the tonnage, inasmuch as it represents 
active business capable of specifications in sufficient volume as 
required to operate our mills on the present basis for some 
months to come.” 


Railway Strike in Ireland. 


Railway traffic has been seriously disturbed in Ireland since 
September 16, when large numbers of the employees of the Great 
Southern & Western went out on a sympathetic strike. Freight 
traffic was almost completely suspended throughout the lines of 
the three principal roads, and the passenger train service was 
badly disorganized for several days. Press despatches received 
the middle of last week indicated that the strike was spreading 
and the food supplies of the larger cities were becoming short; 
but later reports seem to indicate that the companies have got 
the better of the strikers. The strike was neither for higher 
pay nor shorter hours, but was to compel the companies to refuse 
to carry timber shipped by merchants whose employees had 
struck. There were the usual reports of hostile demonstrations 
against the “strike breakers,” and of the activities of pickets in 
persuading new men not to go to work. In general, however, 
there was little violence. Troops were called out to guard some 
of the lines. 


Los Angeles Traffic Association. 

The Los Angeles Traffic Association held its annual dinner 
at the Angelus Hotel in that city, September 18. The president 
of the association for the ensuing year is E. L. Blair; secretary, 
C. E. Cline. The semi-monthly luncheons of the association 
will be resumed beginning October 2. On October 20 members 
of the association will go to San Francisco on invitation of the 
traffic club of that city. 


Cleveland Engineering Society. 

At the meeting of this society held September 26, a paper on 
Smoke Preventicn was presented by Paul F. Bird, of the Com- 
monwealth Edison Co., formerly chief smoke inspector of the 
city of Chicago. 


Northern Railway Club. 


At the meeting of this club in Duluth, Minn., on September 
23, a paper on Engine Failures was presented by George S. 
Stewart, superintendent of the Great Northern. 


Railway Business Association. 


The third annual dinner of the Railway Business Association 
will be given on Wednesday, November 22, at the Waldorf- 
Astoria, New York. 

Applications for seatings by wire will be honored. Tables 
will be of two sizes, seating ten and eight. The price is $10 
per plate. All companies who are members of the association 
are entitled to subscribe for as many seats as they desire for 
themselves and friends. Announcement will be made at an early 
date of the names of the speakers. Frank W. Noxon is secretary, 
2 Rector street, New York. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake Assocration.—F. M. Nellis, 53 State St., 
AMERICAN ASSOCIATION OF DEMURRAGE OFFICERS.—A. 
ton, Pa. 
AMERICAN. ASSOCIATION OF GENERAL PASSENGER AND Ticket AGEeNtTS.—C. M. 
Burt, Boston, Mass. 
Anmaaes ‘AssocraTION OF Fretcur AcEents.—R. O. Wells, 
1 


Boston, Mass. 
G. Thomason, Scran- 


East St. Louis, 


\MERICAN ASSOCIATION OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 

Carew building, Cincinnati, Ohio; 3d Friday of March and September. 

A Evectric Rattway Assocration.—H. C. a. 29 W. 39th 
» New York; October 9-13, 1911, Atlantic City, N. J. 


RAILWAY AGE GAZETTE. 


605 


AMERICAN RartLway AssociaTIon.—W. F. 
November 15, 1911, Chicago. 
AMERICAN RAILWAY BrIvGE AND Buitp1ne Assocration.—C. A. Lichty, C. 
N. .. Chicago; Oct. 17-19, 1911, St. Louis, Mo. 

AMERICAN RAILWAY ENGINEERING ASSOCIATION. —E. H. Fritch, Monadnock 
Block, Chicago; annual convention, March 19-21, 1912, Chicago. 

AMERICAN RAILWAY Master Mecuanics’ ASSOocIATION. sie W. Taylor, Old 
Colony building, Chicago. 

AMERICAN Raitway Toot ForeMEN’s AssociaTion.—O. T. Harroun, 
ington, Ill 

AMERICAN SOCIETY FOR TestinG Martertrats.—Prof. E. Marburg, University 
of Pennsylvania, Philadelphia, Pa. 

AMERICAN SociETY oF Crivit ENGINEERS.—C. W. Hunt, 220 W. 57th St., 


Allen, 75 Church St., New York; 


Bloom- 


New York; 1st and 3d Wed., except June and August, New York. 
AMERICAN SOCIETY OF ENGINEERING CoNTRACTORS.—D. Haner, 13 Park 
Row, New York; 3d Tuesday of each month, New York. 
AMERICAN SociETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
39th St., New York. 
ASSOCIATION OF AMERICAN Rarttway AccouNnTING OFFicers.—C. G. Phil- 


lips, 143 Dearborn St., Chicago; annual, June 26, 1912, a Que. 
Association OF RAILway CLAIM AGENTS. —J. R. McSherry, CRE as Chi- 
cago; annual convention, May 22, 1912, Los Angeles, Cal. 
AssocrATION OF RatLway ELECTRICAL ENGINEERS. —Jos. A. Andreucetti, C. & 
W. Ry., Chicago; annual, November 6-10, Chicago. 
AssoctaTION oF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. 
Adams St., Chicago; annual, June 24, 1912, New York. 
ASSOCIATION OF TRANSPORTATION AND CAR AccounTING OrFicers.—G. P. 
Conard, 75 Church St., New York; December 12-13, Louisville, Ky. 
CANADIAN RAILWAY Crus.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 2d Tuesday in month, except June, July and Aug., Montreal. 
CanapIAN Soctety or Civit E NGINEERS.—Clement H. McLeod, 413 Dor- 
chester St., Montreal, Que.; Thursdays, Montreal. 
Car ForEMEN’S 'ASSOCIATION OF Cuicaco.—Aaron Kline, 841 50th 
Court, Chicago; 2d Monday in month, Chicago. 
Central. Raitway Crus.—H,. D. Vought, 95 Liberty St., New York; 2d 
Thurs. in Jan, and 2d Fri, in March, May, Sept., Nov., Buffalo, N. Y. 
Civit EncrIneers’ Society or St. Paut.—D. F. Jurgensen, 116 Winter St., 
St. Paul, Minn.; 2d Monday, except June, July and Aug., St. Paul. 
ENGINEERS’ SociETY OF PENNSYLVANIA.—E. asher, Box 704, Harris- 
burg, Pa.; 1st Monday after 2d Saturday, Harrisburg, Pa. 
wana «2 Society oF WESTERN PEeNNsyLtvania.—E. K. Hiles, 803 Fulton 
building, Pittsburgh; lst and 3d Tuesday, Pittsburgh, ’Pa. 
FREIGHT CLAIM /< a —Warren P. Taylor, Richmond, Va.; annual 


Buffalo, N 

GENERAL SUPERINTENDENTS’ ASSOCIATION OF Cuicaco.—E. S. Koller, 226 
W. Adams St., Chicago; Wed. preceding 3d Thurs., Chicago. 

INTERNATIONAL RaTLWay CoNnGRESS.——Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 

INTERNATIONAL Rarttway Fuet Assocration.—D. B. Sebastian, 
St. Station, Chicago. 

INTERNATIONAL RAILWAY GENERAL ForEMEN’s AssocraTion.—L. H. 
D. & I. R. Ry., Two Harbors, Minn. 

INTERNATIONAL RaILroaD Master BiacksMiTHs’ Association.—A. L. Wood- 
worth, Lima, Ohio. 

Iowa Rattway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 
2d Friday in month, except July and August, Des Moines. 
Master Borer Makers’ Assocration.—Harry D. Vought, 95 Liberty St., 

New York. 
Master Car Bvuitpers’ Association.—J. W. Taylor, Old Colony building, 
Chicago. 
Master Car 


Drew, 135 


North 


La Salle 


Bryan, 


AND LocoMoTIVE PAINTERS’ ASSOCIATION, OF UNITED STATES 
AND Canapa.—A. P. Dane, B. & M., Reading, Mass. 

New Enctanp Rattroap Cius.—G. H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except June, July, Aug. and Sept., Boston. 

New Yorx Rarrroap CLueg.—H. D. Vought, 95 Liberty St., New York; 3d 
Friday in month, except June, July and August, New York. 

NortHern Rartway Cius.—C, L. Kennedy, C., M. & St. P., Duluth, 


4th Saturday, Duluth. 
Omaua Rattway Cius.—H. H. Maulick, Barker Block, Omaha, 
1008 Walnut St., 


second Wednesday. 
RatLroaD CLusB oF Kansas City.—C. Manlove, 
City, Mo.; 3d_ Friday in month, Kansas City. 
Rattway Cius oF PittsturcH.—C. Alleman, P. & L. E., Pittsburgh, 
Pa.; 4th Friday in month, except June, July and August, Pittsburgh. 
Rartway InpustriaL Assocration.—G. L. Stewart, ot. L. S. W. Ry, St. 
Louis, Mo.; annual, May 12, 1912, Kansas "City, Mo. 

RAILWAY SIG? ec: Rosenberg, Bethlehem, Pa.; annual, 
Oct. 10, Colorado Springs, Colo. 
i Se AssociaTIon.—J. P. 

io. 
RicHMOND RAtLroAD CLuB.—F. 
except June, 


Minn; 
Neb.; 


Kansas 





Murphy, Box C, Collinwood, 


O. Robinson, Richmond, Va.; 2d Monday, 


July and August. 


ROADMASTERS’ AND MAINTENANCE OF Way AssocraTion.—L, C. Ryan, C. & 
N. W. Sterling; September 10, 1912, Buffalo, 
Sr. Lours Raitway Cius.—B. : Frauenthal. Union Station, St. Louis, 


Mo.; 2d Friday in month, except June, iy and Aug., St. Louis. 
Socretry oF Rar~way FINANCIAL OFFICERS.—C. Nyquist, La Salle St. Sta- 
tion, Chicago. 
SouTHERN AssocIATION oF CaR SERVICE OFFICERS.—E. W. Sandwich, A. & 
W. P. Ry., Montgomery, Ala.; annual, October 20, Atlanta, Ga. 
SourHerN & SoUTHWESTERN RatLway C1ius.—A. J. Merrill, 
Atlanta, Ga.; 3d Thurs., Jan., March, May, Julv, Sept., Nov., Atlanta. 
Toteno TRANSPORTATION CLUB. —J. G. Macomber, Woolson Spice Co., To- 
ledo, Ohio; Ist Saturday, Toledo. 
La Salle Hotel, 


Trarric Crus oF Cxicaco.—Guy S. McCabe, 
meetings monthly, Chicago. 

Trarric CLun or New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month. except June, July and August, New York. 

TraFFic CLus oF PirtspurcH.—D. L, Wells, Erie, Pittsburgh, Pac; 
ings monthly, itissurgh. 

Train DESPATCHERS’ ASSOCIATION OF AMERICA. —J. F. Mackie, 7042 Stewart 
Ave., Chicago; annual, June 18, 1912, Louisville, Ky. 

TRANSPORTATION CLUB OF BuFrato.—J. M. Sells, Buffalo: first Saturday 
after first Wednesday. 

TRANSPORTATION CLUB OF Detroit.—W. R. Hurley, L. S. & M. S., Detroit, 
Mich. ; meetings monthly. 

TRAVELING ENGINEERS’ ASSOCIATION.—W. O. Thompson, N. Y. C. & H. R., 
East Buffalo, N. Y. 

WESTERN CanapA RaiLtway Cius.—W. H. gag oy P. O. Box 1707, Win- 
nipeg, Man.; 2d ee ae except June, July and August, Winnipeg. 

WESTERN Ratway Cxus. —J. W. Taylor, Old Colony building, Chicago; 3d 
Tuesday of each a except June, July and August. 

WeEsTERN Society oF ENGINEERS.—J. H. Warder, 1735 Monadnock Block, 
Chicago; lst Wednesday in month, except July and August, Chi- 


cago. 
J. Angier, B. & O., Baltimore, Md.; 


Grant bldg., 


Chicago; 


meet- 


Woop PRESERVERS’ AssociatTion.—F, 
annual, January 16-18, Chicago. 











Craffic News. 


At a meeting of officers of the different lines belonging to the 
Chicago Demurrage Bureau, which for 20 years has handled 
for the Chicago railways matters relating to the collection of 
demurrage and car service, it was decided that it would be more 
economical for each road to assume for itself the assessment and 
collection of these charges, and the bureau will, therefore, be 
abolished on September 30. 


An automobile service has been established in Chicago by 
the Chicago Motor Company between the new Chicago & North 
Western passenger terminal and the retail store of Marshall 
Field & Company. Four coaches are used in the service, and 
more will be added as the demand for them increases. The first 
coach leaves the Clinton street entrance of the station at 7:45 
a. m., and it is expected that they will run at regular nine- 
minute intervals from the station throughout the day, the last 
one leaving at 5:47 p. m. On the return trip passengers are left 
at the Madison street entrance of the station. The coaches are 
intended for the convenience of suburban patrons of the road 
who shop in Chicago. 


The rate on flour from Minneapolis to New York for domestic 
consumption, by rail to Duluth, boat to Buffalo, and thence by 
rail, has been reduced from 23 cents per 100 Ibs. to 21% cents, 
the new tariff to go into effect October 5. Shortly after the 
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tariffs were filed with the Interstate Commerce Commission, the 
eastern roads concluded that they wished to withdraw their con- 
currence in them, but on application to the commission for leave 
to do this, on short notice, they were met with a refusal. The 
commission says it is not believable that Congress intended that 
the power to suspend rates should be exercised when rates are 
voluntarily reduced by a carrier, and where undue discrimination 
does not appear on the face of the tariff. 

“It is asserted in the protest of the trunk lines that the re- 
duced rates will result in much loss of revenue to them, because 
the reductions necessarily will be followed by reductions in rates 
from belated points. This may be, but the matter thus appears 
to be one for adjustment between the interested carriers and not 
properly by the commission under the law.” Permission to with- 
draw concurrences in the tariffs on short notice was denied by 
the commission, because such action would withdraw the through 
routes and joint rates, thus resulting in much higher charges than 
are now effective. Such a condition, in the opinion of the com- 
mission, would be worse than that for which the protest is made. 





Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association in presenting 
statistical bulletin No. 103, giving a summary of shortages and 
surpluses by groups from May 11, 1910, to September 10, 1911, savs: 

“The total surplus reported for the period ended September 
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13, 1911, is 70,722 cars, a decrease of 18,144 cars as compared 
with the previous period, and is the lowest figure reported since 
December 21, 1910. Of the decrease of 18,144 cars, 8,689 are box 
cars, 5,454 are coal cars and 4,414 are miscellaneous. Flat cars 
show an increase of 413 cars. The decrease in all classes of 
cars is heaviest in group 2 (New York, New Jersey, Delaware, 
Maryland, Eastern Pennsylvania), 3 (Ohio, Indiana, Michigan, 
Western Pennsylvania), and 10 (Oregon, Idaho, California, Ari- 
zona). Groups 9 (Texas, Louisiana, New Mexico), and 11 
(Canadian Lines) show a slight increase. 

“The shortage increased from 4,325 cars on August 30, 1911, 
to 6,439 cars on September 13, 1911, an increase of 2,114 cars.” 

The accompanying table gives the figures for surpluses and 
shortages for the last period covered by the report and the 
chart shows total bi-weekly surpluses and shortages in 1907 to 
1911. 





Burlington Agricultural Pamphlets. 


The industrial department of the Chicago, Burlington & Quincy 
has issued and distributed five pamphlets concerning the growing 
of wheat, corn, oats, alfalfa, orcharding, dry farming, farming 
under irrigation and soil fertility in the states of Illinois, Iowa, 
Missouri, Nebraska, Colorado and Wyoming. The pamphlet in- 
tended for each state has been prepared by members of the 
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faculty of the agricultural college of that state, and relates to the 
principal farm products of that state. For Illinois, how to in- 
crease crop production and improvement of soil and seed are 
discussed by James H. Pettit, professor of soil fertility, and 
Louie H. Smith, professor of plant breeding at the University 
of Illinois. For Iowa, discussions of whether winter wheat is 
profitable, facts for the corn grower, soil fertility, fruit and po- 
tatoes, alfalfa, and “Is the Iowa Farmer a Robber?” have been 
prepared by Professors P. G. Holden, M. L. Mosher and G, R. 
Bliss of the Iowa State College, and E. R Shoemaker, editor of 
Kimball’s Dairy Farmer. For Missouri, the soil, rotation of 
crops, production of the corn crop, oat production, wheat produc- 
tion and tobacco growing are discussed by F. H. Demaree of the 
college of agriculture of the state university. For Nebraska, corn 
culture, oats culture, soil fertility, orcharding, wheat culture and 
alfalfa are discussed by Professors Montgomery, C. W. Pugsley 
and V. V. Westgate of the University of Nebraska. In a single 
pamphlet devoted to Colorado and Wyoming, scientific soil cul- 
ture, farming non-irrigated lands and farming under irrigation 
are discussed by Professor H. W. Campbell of Lincoln, Neb., 
and Professor W. H. Olin of Denver, Colo. Copies of the pamph- 
lets may be obtained by addressing E. A. Howard, real estate and 
industrial commissioner at Chicago, or E. M. Westervelt, as- 
sistant real estate and industrial commissioner, at Lincoln, Neb.; 
or from local agents or division freight agents of the company. 
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Butte, Anaconda & Pacific............eee esse eeeeees 553 Sarto ears 57 rer 473 eas ‘ata cue ada eaad 352 
‘Canadian Pacific Lines Rod pen See eee ee Sece acatad aarti nes eraara aie weber ete Siva acaats mee is 
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Charleston & Western Carolina.............ececeees 477 806 1092 1277 253 365 808 1011 1292 1706 194 297-8 
AOR OGE He OIED 60:64:44.6 8 wie'0 eS .0 10s 04.4,0.0.0040:0 50 80 553 705 980 1163 97 298 517 917 1183 1327 56 352 
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ASMP VOY oo 0'5:6'5.0:0 5 cas a iercg ad ne we NaN ade C8 477 665 1020 1277 179 365 874 1081 1183 1440 98-9 260 
Delaware & Hudson Co.—R. R. Dept..............- ree 705 938 1163 137 331 517 917 1183 1440 56 260 
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Sept. Oct. ; i Je ‘ Feb. March. April. 


Grand Trunk Wester: 1020 1292 
Great Northern 5 938 1126 
Gulf & Ship Island 1092 ‘Sea's 1292 
Gulf, Colorado & Santa Fe 938 2 7 d 1126 
Hocking Valley 5 1092 1183 
Houston & Texas Central 980 1183 
Houston East & West Texas sce tales isa. ‘one : nie seine aw 
Illinois Central 980 1183 
Indiana Harbor Belt oe ane ney? raion Sate jes yr ys 
Indianapolis Southern Sie . ceinw 

International & Great Norther 980 

lowa Central 

Kanawha & Michigan 

Kansas City, Mexico & Orici.t 

Kansas City Southern 

Lake Erie & Western 

Lake Shore & Michigan Southeru................2% 
Lehigh & Hudson River 

Lehigh Valley 

Long Island 

-ouisiana & Arkansas 

-ouisiana Ry. & Nav. 

ouisiana Western 

-ouisville & Nashville 

Louisville, Henderson & St. 

Maine Central 

Michigan Central 

Midland Valley 

Minneapolis & St. Louis 

Minneapolis, St. Paul & Sault Ste. 

SOR. CARRS BOR CROE oss ove se b.cs neds sue sss 
Missouri, Kansas & Texas of Téxas 

Missouri Pacific 

Mobile & Ohio 

Monongahela 

Morgan’s La. & Tex. R. R. & S. S. Co 

Nashville, Chattanooga & St. Louis.................. 
Nevada Northern 

New Orleans & North Eastern 

New Orleans Great Northern 

New Orleans, Mobile & Chicago 

New Orleans, 

New York eared & a we River 

New York, Chicago & St. 

New York, New Haven & Hartford 

New York, Ontario & Western 

New York, Philadelphia & Norfolk 

New York, Susquehanna & Western 

Norfolk Southern 

Norfolk & Western 

Northern Central 

Northern Pacific 

Northwestern Pacific 

Oregon-Washington R. 

Orégon-Washington 

Oregon R. R. & Nav. Co 

Oregon Short Line 

Pecos & Northern Texas..........-.222-2esseesee0 
Pennsylvania Co. 

Pennsylvania R. 

Peoria & Eastern 

Pere Marquette 

Philadelphia & Reading 

Philadelphia, Baltimore & Washington 
‘Pittsburgh & Lake Erie 

Pittsburgh, Cincinnati, Chicago & St. Louis.......... 
Pittsburgh, Shawmut & Northern 

Port Readir i 

Richmond, 

Rutland 

St. Joseph & Grand Island 

St. Louis & San Frarcisco 

St. Louis, Brownsville & Mexico 

St. Louis, Iron Mtn. & Southern 

St. Louis Merchants Bridge Terminal............... 
St. Loum, San Feancioco & Texas... ....ccsiccciccs 
St. Louis Southwestern 

St. Lous Southwestern of Texas... . 2.0.0.0 2s000 
San Antonio & Aransas Pass 

San Pedro, Los Angeles & Salt Lake 

Banta Fe Prescott DB PHOGMIK. ..2 a ccc cccceccccesces 
Seaboard Air Line 

Southern 

Southern in Mississippi 

Southern Indiana 

eres RN OE IPE bin woes s oie Sine ew 
Southern Pacific Co 

Spokane, Portlard & Seattle 

Syracuse, Binghamton & New 

Sunset 

Tennessee Central 

een Ok. Oe OE Cee, EUR. i ois cin sc unex ccnie 
Texas & New nes Sivan s hb eek chen eek eb > bea x 
Texas 

Toledo & One SN 65d ko uo 546005500 oe be A 
Toledo, Peoria & Western 

Toledo, St. Louis & Western 

Trinity & Brazos Valley 

Ulster & Delaware 

Union R. R. of Baltimore 

Union R. R,. of Pittsburgh 

Union Pacific 

Vandalia 

Vicksburg, Shreveport & Pacific 

Virginia & Southwestern 

Virginian 

Wabash 

Washington Southern 

West Jersey & Seashore 

Western Maryland 

Western Ry. of MNOMDS Sho seb aneebe ence inwenc esas 
Wheeling & Lake Eri 

Yazoo & Mississippi Valley 


*These reports are given elsewhere in this issue. 
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INTERSTATE COMMERCE COMMISSION. 





The commission has declined to suspend the proposed re- 
ductions in rail and lake rates on flour from Minneapolis 
transfer points to New York via Duluth, and has refused to 
permit the eastern roads to withdraw their concurrences in 
the reduced rate. 


The commission has assigned October 4 as the date for 
a hearing in the proposed advance in the minimum rate for a 
single shipment of freight. This advice was proposed by the rail- 
ways after the commissicn had held that railways could not 
retuse to accept as a single shipment combined packages of 
freight belonging to various consignors, but shipped by one 
consignor to one consignee. 





STATE COMMISSIONS. 





The Railroad Commission of Wisconsin has orderd the 
Chicago, Milwaukee & St. Paul and the Minneapolis, St. Paul 


& Sault Ste. Marie to put in effect on sash, doors and blinds: 


from Wausau to Soo Line stations north of Marshfield and 
west of Abbotsford joint class rates which are slightly higher 
than single line distance rates, but based largely on these 
rates. The carload rates are one cent higher than the carload 
rates on lumber as fixed by the commission. 


The Board of Public Utility Commissioners of New Jersey 
has disapproved of the plans of the Pennsylvania Railroad for 
its station at Summit avenue, Jersey City. The board finds 
that the station as planned will not have elevators and other 
conveniences, such as the protection of platforms their full 
length, and finds that the defense of the railway company, that 
the station is a temporary one is not a good defense, because 
there is no evidence that the company ever intends to build 
any other kind of a station. - 


}. Heron Crosman, a commuter on the New York, New Haven 
& Hartford, has filed a complaint with the New York Public 
Service Commission, second district (state), asking that that 
railway be required to refund full amount of conductor’s receipt 
for cash fare which is collected from commuters who have for- 
gotten their commutation ticket. The present practice of the com- 
pany is to charge five cents in excess of the cash fare and give 
to the rider a cash receipt redeemable for five cents. Mr. Crosman 
asks that the ticket agents refund the full amount paid by com- 
muter upon receipt of the conductor’s receipt and the exchange of 
coupon from the commutation ticket. 


The Board of Public Utility Commissioners of New Jersey 
has ordered the New York & Long Branch to restore a bridge 
over its right of way in substantially the same condition as 
it existed before its removal. The testimony of F. E. De- 
graw, a resident of South Amboy for over 50 years, showed 
that the road now called Main street, which was carried over 
the railway bridge, “extended down to the hotel beyond where 
the railway now is.’”’ The commission says that after the re- 
moval of the bridge, an additional aggravation was per- 
petrated by the raising at the end of Main street, by the 
Pennsylvania Railroad, of a high board barrier fence bearing 
the sign “This street closed for repairs.” This it is declared 
“only emphasizes the utterly indefensible character of this in- 
vasion of the right of the city of South Amboy in this matter.” 


The city of Lackawanna, Erie county, New York, has six rail- 
ways, but only one station; and this station is a building only 
21 ft. x 15 ft. in size; and the mayor and citizens have asked the 
State Public Service Commission to require the railways to treat 
them a little better. Lackawanna is best known to railway men 
as West Seneca, 4.4 miles out of Buffalo on the Lake Shore & 
Michigan Southern. The Lake Shore maintains the station re- 
ferred to, and the other roads apparently ignore the town, al- 
though, according to the complaint sent to the commission, the 
population now numbers 15,000. Another grievance is that the 
road has refused to change the name of the station, though 
Lackawanna is now an incorporated city. The people have for 
a number of years tried to get all of the roads to join in a 
union station, but nothing has been accomplished. Another 
town, with the same number of inhabitants, Watervliet, complains 
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to the commission that it has no telegraph office, though the 
Western Union enjoys valuable rights along the ways of the 
city. : 


Charles Clement Elwell has been appointed engineer of 
the Connecticut Board of Public Utilities, as heretofore an- 
nounced in these columns. Mr. Elwell was born in 1855 in 
Maine and graduated from the University of Maine with the 
degree of civil engineer. He began railway work when he 
was about 26 in the civil engineer’s office of the New Eng- 
land Railroad, now part of the New York, New Haven & 
Hartford. Three years later he went to the Wilmington & 
Northern, now.also part of the New Haven, on construction 
and maintenance work. Later he went to the Baltimore & 
Ohio, remaining with that company until 1893. From 1893 to 
1895 he was roadmaster on the New York division of the 
New York, New Haven & Hartford, and was then made su- 
perintendent first of the Norwich & Worcester, then of Air 
Line & Northampton, and later of the Shore Line division. 
Mr. Elwell has been for the past three years engineer of the 
Connecticut Company, the New York & Stamford and the 
Westchester Street Railways Company. The Connecticut 
Company is the New Haven’s subsidiary which cantrols its 
street railway properties in Connecticut. Mr. Elwell was 
one of the eight delegates that were sent to Europe by the 
New Haven in 1895 to study railway methods abroad. He is 
a member of the American Society of Civil Engineers. 





COURT NEWS. ° 





The supreme court of the state of Washington has affirmed the 
order of the state railway commission, directing the Seattle- 
Tacoma Interurban Railway to reduce passenger fares to certain 
non-competitive points. 





FOREIGN RAILWAY NOTES. 





The Dominican Central Railway, which formerly belonged to 
an American company, became by virtue of a contract made 
by the government in February, 1908, the property of the Re- 
public. This road connects the two important cities of Puerto 
Plata and Santiago with an extension to Moca, and has a length 
of 60 miles, 28 of which run through broken and mountainous 
lands. 


Costa Rica has in actual operation 427 miles of railway, in- 
cluding branches and sidings, all of 3 ft. 6 in. gage. Of this 
mileage 69 miles are the property of the government, 141 belong 
to the Northern Railway Company, and 217 to the Costa Rica 
Railway. The Costa Rica Railway is leased to the Northern Rail- 
way Company, so that the whole system of some 358 miles, having 
its focal point at Port Limon, is under one general management. 
Both these roads are well constructed with steel and iron 
bridges, suitable stations, and side tracks, and are maintained 
in good condition. Various branch lines have been extended up 
and down the coast for the service of the banana industry. The 
main line leaves Port Limon, passing through Matina, Siquirres, 
Turrialba, and Cartage, reaching San Jose, the capital, at a dis- 
tance of 103 miles. The system is continued to Alahuela, 14 
miles north of San Jose. 


The railways in Salvador during 1910 comprised 97 miles, all 
of narrow gage. The longest railway in the country runs from 
the port of Acajutla on the Pacific coast to the city of San Sal- 
vador, the capital, a distance of 65 miles. This line, which has 
14 stations from terminal to terminal, is the most important rail- 
way of the nation. A branch line, 25 miles long, connects Santa 
Ana, the second city of the republic, with Sitio del Nifio. A short 
railway runs from the city of San Salvador to Santa Tecla, a dis- 
tance of 11 miles. A project for the extension of this line from 
Santa Tecla to the port of La Libertad is now being considered 
The operation of the railway from La Ceiba to Ateos, a distance 
of 20 miles, has been temporarily abandoned. Of the branch line 
between San Miguel and La Union, 6 miles were completed at 
the end of 1910. At the end of May, 1911, there were completed 
16 miles, and the work is being pushed rapidly on this line, which 
will have a total length of 38 miles. 
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Railway Officers. 


ELECTIONS AND APPOINTMENTS. 








Executive, Financial and Legal Officers. 


H. I. Miller has been clected vice-president, in executive 
charge, of the Mexico North Western, with headquarters at 
New York City. Mr. Miller is also vice-president of the 
Missouri Pacific. A portrait of Mr. Miller and a sketch of his 
railway career were published in the Railway Age Gazette of 
June 23, 1911, page 1669. 

J. E. Dalrymple, assistant freight traffic manager of the Grand 
Trunk Pacific, at Winnipeg, Man., has been elected vice-president, 
in charge of traffic, of the Grand Trunk, with office at Montreal, 
Que. John Pullen, assistant freight traffic manager of the Grand 
Trunk, at Montreal, has been appointed vice-president and gen- 
eral manager of the Canadian Express Company. 


Operating Officers. 


Henry Martin, superintendent of the International & Great 
Northern under the receivership, has been appointed general 
manager, with office at Houston, Tex. 


H. C. Robinson, superintendent of the Southern division of 
the Boston & Maine, at Boston, Mass., has had his authority 
extended over the Concord division, which is added to the 
Southern division, effective, October 2. 


W. M. Bacon, superintendent of the Colorado & Southern 
at Denver, Colo., has been appointed superintendent of the 
Salt Lake division of the Denver & Rio Grande, with office at 
Salt Lake City, Utah, succeeding S. E. Burkhead, resigned. 


H. W. Stanley, general superintendent of transportation of 
the Seaboard Air Line, at Portsmouth, Va., has been appointed 
assistant general manager in charge of transportation, with office 
at Portsmouth, and his former position has been abolished. 
J. M. Shea, superintendent of the Third division, at Atlanta, Ga., 
has been appointed general superintendent, with office at Ports- 
mouth, Va. 


John H. Doggreli, whose appointment as superintendent of 
freight loss and damage claims of the St. Louis & San Francisco, 
with office at Springfield, Mo., has been announced in these col- 
umns, was born August 
6, 1876, at Ellis, Kan. 
He received a_ public 
school education and be- 
gan railway work in 
November, 1894, as an 
office boy in the oper- 
ating department of the 
Kansas City, Memphis 
& Birmingham, now part 
of the St. Louis & San 
Francisco, and was later | 
a clerk in the office of 
the car service agent of | 
the Kansas City, Ft. 
Scott & Memphis. at 
Kansas City. In 1901, 
when the latter road 
was consolidated with 
the St. Louis & San 
Francisco, he was trans- 
ferred to Springfield, 
where he was employed 
in the office of the 
superintendent of trans- 
portation, and in August, 1902, he was appointed to a position 
in the office of the superintendent of car service. He was ap- 
pointed chief clerk in that department in October, 1903, and in 
June, 1907, was promoted to car accountant, which position he 
held until the time of his appointment to the new office of 
superintendent of freight loss and damage claims. 

A. E. Boughner, superintendent of the Missouri, Kansas & 
Texas at Sedalia, Mo., has been appointed superintendent of 
transportation, with office at Denison, Tex., succeeding E. 
J. Lampert, resigned. W. E. Williams, superintendent at 
McAlester, Okla., has been transferred to Sedalia, succeeding 


J. H. Doggrell. 
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Mr. Boughner, and K. A. Easley, assistant superintendent at 
Parsons, Kan., succeeds Mr. Williams. 


John R. Jones, whose appointment as division superintendent 
of the International & Great Northern, with office at San An- 
tonio, Tex., has been announced in these columns, was born 
April 17, 1859, in Monroe county, Missouri. He attended the 
common schools until he was 14, and began railway work with 
the Missouri, Kansas & Texas in September, 1886, as a switch- 
man. He was later a brakeman and then a conductor on a 
freight train for almost three years. In April, 1892, he went 
with the International & Great Northern as a freight brakeman, 
was made conductor in 1896, and in April, 1907, was appointed 
trainmaster, from which position he has now been promoted to 
superintendent, with office at San Antonio. 


Traffic Officers. 


R. L, Thompson, district passenger agent of the Canadian 
Pacific, at Toronto, Ont., has resigned. 


C. H. Williams has been appointed traveling freight and pas- 
senger agent of the Gulf & Ship Island, with office at Gulf- 
port, Miss. 


W. D. Jones, district passenger agent of the Chicago Great 
Western, with office at Pittsburgh, Pa., has resigned to ac- 
cept service with another company. 


C. E. Dewey, general freight agent of the Grand Trunk Pa- 
cific, at Winnipeg, Man., has been appointed assistant freight 
trafic manager, with office at Winnipeg, succeeding J. E. 
Dalrymple, promoted. 

W. F. Mundee, commercial agent of the Seaboard Air Line, 
at Tampa, Fla., has been appointed commercial agent, at Jackson- 
ville, succeeding T. P. Toland, who in turn succeeds Mr. Mundee 
as commercial agent, at Tampa. 


George C. Whitney, soliciting freight agent of the Queen & 
Crescent Route at Dallas, Tex., has been appointed traveling 
freight agent, with office at Dallas, succeeding A. C. Valentine, 
resigned to accept service with another company. 

W. G. Trufant, commercial agent of the International & 
Great Northern and the Texas & Pacific in New York City, 
has been appointed general eastern traffic agent, with office in 
New York City, succeeding George D. Hunter, promoted. 


W. S. Napier, assistant general baggage agent of the Gal- 
veston, Harrisburg & San Antonio, the Houston & Texas 
Central, the Houston East & West Texas and the Houston 
& Shreveport at Houston, Tex., has been appointed general 
baggage agent, with headquarters at Houston, succeeding 
W. W. Monroe, retired under the pension system. 


George W. Squiggins, who has been appointed general pas- 
senger agent of the Baltimore & Ohio, with office at Baltimore, 
Md., entered the service of the Baltimore & Ohio in November, 
1887, as yard clerk at Bellaire, Ohio. The following year he 
was appointed assistant ticket agent at the same place, and in 
1889 was transferred to Wheeling in the same capacity. He 
was again transferred in 1891 to Pittsburgh, and in 1896 was 
promoted to city passenger agent at Pittsburgh. He was later 
appointed passenger and ticket agent at Cleveland, Ohio, and in 
1902 was made traveling passenger agent. In 1905 he was ap- 
pointed city passenger agent at Baltimore, and on August 1, 
1909, was promoted to district passenger agent. Mr. Squiggins 
was again promoted on February 1, 1910, to assistant general 
passenger agent, which position he held at the time of his re- 
cent appointment as above noted. 


Engineering and Rolling Stock Officers. 


H. Y. Harris, general foreman of the Tampa Northern, at 
Tampa, Fla., has been appointed master mechanic, with office at 
Tampa. 


B. C. Martin, resident engineer of the New York Central 


& Hudson River, at Watertown, N. Y., has been transferred 
to Utica. 


Frank A. De Wolf has been appointed acting shop super- 
intendent of the United Railways of Havana, with headquarters 
at Havana, Cuba. 


E. Collings, chief carpenter of the Chicago, Milwaukee & St. 
Paul at Aberdeen, S. D., has been appointed chief carpenter of 
the Chicago, Milwaukee & Puget Sound, with headquarters at 
Malden, Wash. 
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D. N. Hooker has been appointed chief engineer of the Wichita 
Falls Route, with office at Wichita Falls, Tex., succeeding R. A. 
Thompson, resigned to go with the California Railway Com- 
mission as engineer. 

D. T. Williams, mechanical engineer of the Philadelphia & 
Reading, will report direct to H. D. Taylor, superintendent of 
motive power and rolling equipment, at Reading, Pa., and the 
position of superintendent of power house at the Reading ter- 
minal has been abolished. 


M. J. McCarthy, superintendent of shops of the Cleveland, 
Cincinnati, Chicago & St. Louis, the Peoria & Eastern and the 
Cincinnati Northern, at Beech Grove, Ind., has been appointed 
assistant superintendent of motive power, with headquarters at 
seech Grove, and R. J. Williams succeeds Mr. McCarthy. 


Purchasing Officers. 


George C. Smith has been appointed purchasing agent of the 
Union Pacific, with office at Omaha, Neb., succeeding J. W. 
Griffith, retired. 


OBITUARY. 


J. T. Walch, superintendent and master mechanic of the Cor- 
vallis & Eastern, Albany, Ore., died in that city on September 19. 


Joseph N. Frazer, recently engaged in important railway 
construction in Bolivia, S. A., died at La Paz, Bolivia, in the 
latter part of August. Mr. Frazer was born in Maryland 
about 28 years ago, and graduated from Delaware College 
in 1903. He was with the Baltimore & Ohio for about two 
years, in the engineering department, working in Pennsyl- 
vania, Maryland and West Virginia. In 1905 he was made 
engineer for the commission to study the railways of the 
Bolivian government, and was afterward for two years chief 
engineer of the Andes Tin Company. He was then engaged 
in the mining business and in 1909 became a member of the 
firm of Yount & Frazer which built railway lines from Rio 
Mulati to Potosi and from Cruro to Cochabamba. He was a 
member of the American Society of Civil Engineers. 


General Samuel C. Lawrence, formerly president of the 
Eastern Railroad, now a part of the Boston & Maine, died on 
September 24 at his home in Medfcrd, Mass., at the age of 79. 
General Lawrence was educated at Harvard College, and in 
the civil war served in the army as colonel of the Fifth regiment 
of Massachusetts volunteers. In 1875 he became president of 
the Eastern Railroad, which was later leased to the Boston 
& Maine. He has been at various times director of a large 
number of railway companies, including the Atchison, To- 
peka & Santa Fe, and he was a director in several Boston 
& Maine properties at the time of his death. 

The Boston Transcript, in its notice of General Lawrence’s 
death says: “His activity in railway matters began in 1875, 
when the old Eastern Railroad seemed to be approaching 
financial shipwreck. He was chosen to the directorate and 
at once started a rigid investigation, which in the course of 
a few months disclosed the fact that the road was bankrupt. 
Instead of keeping silence, remaining absent from his post 
and endeavoring to save himself, he locked what were then 
apparently worthless certificates in his safe and laid bare 
every fact in the case and the stock declined from $85 to $3 
a share. Then he was chosen president, paid $100,000 at the 
start to keep the wheels moving, supported the company’s 
credit by the power of his wealth and will, and astonished 
everybody by the masterly manner in which he retrieved the 
fortunes of the wrecked road. In a few years the $3 stock 
rose to $150, through General Lawrence’s integrity and per- 
sistency. Afterward, with James T. Furber, he started the 
Boston & Maine on its career of importance and prosperity. 
The merger of the Boston & Maine with the New York, New 
Haven & Hartford was bitierly opposed by General Law- 
rence as a director of the Boston & Maine. He believed 
that the merger was against public policy and would estab- 
lish a monopoly that would hurt rather than help New Eng- 
land and the city of Boston. The fact that he held 10,000 
shares of stock gave him control of the Boston & Maine 
directorate until the merger interests secured fifty-one per 
cent. of the stock and compelled his retirement from the di- 
rectorate about a year ago.” 
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Equipment and Supplies. 





LOCOMOTIVE BUILDING. 


Tue BurraLo, RocHESTER & PITTSBURG is in the market for 
15 locomotives. 


THE NorrotK SOUTHERN has ordered five 10-wheel locomotives 
from the Baldwin Locomotive Works. 


Tue San Disco, Et Paso & St. Lours, Artesia, N. Mex., has 
ordered two 10-wheel locomotives from the Central Locomotive 
& Car Works. 


THe CENTRAL RAILWAy OF Brazit has ordered 6 Mallet com- 
pound locomotives from the American Locomotive Company. 
The cylinders will be 20 in. and 32 in. x 26 in., the driving 
wheels 50% in. in diameter, and the total weight in working 


order, 280,000 Ibs. 


THE EpwarpsBurG STARCH Company, Ltp., Cardinal, Ont., has 
ordered one 4-wheel saddle tank switcher from the Montreal 
Locomotive Works. The cylinders will be 13 in. x 18 in., the 
driving wheels 36 in. in diameter, and the total weight in work- 


ing order, 56,000 Ibs. 


Tue Bureau or MAnuractures is informed by an American 
consular officer that a business house in his district is interested 
in the purchase of locomotives. Further information may be ob- 
tained by writing to the Bureau of Manufactures, Washington, 
D. C., mentioning inquiry No. 7392. 


Tue Erte, as mentioned in the Railway Age Gazette of Au- 
gust 18 has ordered 20 mikados from the Baldwin Locomotive 
Works, 15 mikados and 5 switchers from the American Locomo- 
tive Company, and 5 switchers from the Lima Locomotive Com- 
pany. The general dimensions and special equipment of these 
locomotives are as follows: 


Mikado 
Simple 
240,900 Ibs. 


Switching 
Simple 
148,540 Ibs. 
148,540 Ibs. 
20 in. x 26 in. 
0% 


Simple or compound 

Weight on drivers.......... 
Total weight 305,000 Ibs. 
Cylinders 28 in. x 32 in. 
Diameter of drivers......... 63 in. 
Type of boiler Straight top 
Working steam pressure 170 Ibs. 
Heating surface, tubes...... 4,020 sq. ft. 
Heating surface, firebox..... 210 sq. ft. 
Heating surface, tctal 4.230 sq. ft. 
Tubes, number 234 and 36 
Tubes, outside diameter 2'4 ine and 5% in. 
Tubes, length 24. ft. 
Firebox, type Wide 
Firebox, length 114% in. 
Firebox, width in. 66 in. 
Firebox, material ard maker. Otis, steel Worth Bros., steel 


50 in. 
Straight top 
180 Ibs. 
1,799 sq. ft. 


152 sq. ft. 
1,951 sq. ft. 
302 


2 in. 
11 ft. 6 in. 





Grate area 
Tank capacity 
Coal capacity 


Bell ringer 
Boiler lagging 
srakes 

3rake beams 
3rake shoes 
Couplers 
Headlight 
Injector 

Journal bearings 
Packing 


Sanding device’ 
Lubricators 
Springs 

Staying 

Steam gages 


70 sq. ft. 
9,000 gal, 
16 tons 


Special Equipment. 


Carnegie 
Simplicity 
Franklin 
York air brake 
Simi Damascus 
A. B.S. & Fdy. Co. 
Gould 
Dressel 
Hancock 
Brorze Metal Co. 
U. S. King 
Consolidated 
Leach 
Chicago 
Ry. Steel Spring 
Bethlehem, Rome 
Ashcroft 


52.3 sq. &, 
4,500 gal. 
7 tons 


Otis 
Simplicity 
Franklin 
New York air brake 
Damascus 
A. B. S. & Fdry. Co. 
National 
Dressel 
Ohio 
Bronze Metal Co. 
U. S. King 
Consolidated 
Leach 
Chicago 
Ry. Steel Spring 
Bethlehem, Rome 
Ashcroft 


Steam heating equipment...Ward with Leslie valve 

Superheater Loco. Superheater Co. 
i Latrobe b 

Pittsburg Steel Prod- 


Valve gear 
Wheel centers 


Parkesburg iron 


Baker 
Cast steel 


ucts Co. 
Stephenson 
Cast steel 





CAR BUILDING. 


Tue Pittrspurc & LAKE ERIE is in the market for 1,000 steel 


hopper cars. 


Tue BurraLo, RocHester & PitTsBurG is in the market for 


15 passenger cars. 
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Tue Louisvitte & NASHVILLE is buying steel underframes for 
500 hopper and 500 box cars. 


THE BurraLo, RocHester & PittsBurc is in the market for 
1,000 50-ton steel hopper cars. 


THe GRAND TRUNK is in the market for ten 30-ft. and ten 
40-ft. steel underframe flat cars. 


THE BuFFALo, ROCHESTER & PITTSBURG is in the market for 
1,100 steel underframes for reinforcing freight cars. 


THE UNION REFRIGERATOR TRANSIT Company, Milwaukee, has 
ordered 150 refrigerator cars from the American Car & Foun- 
dry Company, to be built at the plant at Madison, III. 


Tue SAn Disco, Et Paso & St. Louris, a new road with offices 
at Artesia, N. Mex., has ordered 25 box, 10 gondola and 10 
stock cars, one caboose, one combination car and two coaches, 
from the Central Locomotive & Car Works. 


THE GRAND TRUNK, mentioned in the Railway Age Gazette 
of August 4 as being in the market for 25 steel underframe 
coaches and 25 express cars, is said to have ordered this equip- 
ment from the Pullman Company. These items are not con- 
firmed. 


Tue BattimoreE & OHIO, mentioned in the Railway Age 
Gazette of August 4 as being in the market for ten steel bag- 
gage cars and 10 steel postal cars, has ordered the baggage 
cars from the Barney & Smith Car Company, and the postal 
cars from the Pullman Company. 


THE BureAu OF MANUFACTURES is informed by an American 
consular officer that a business house in his district is interested 
in the purchase of freight and passenger cars. Further infor- 
mation may be obtained by writing to the Bureau of Manufac- 
tures, Washington, D. C., mentioning inquiry No. 7392. 


Tue Erie, as mentioned in the Railway Age Gazette of August 
18, has ordered 1,000 steel underframe box cars from the Amer- 
ican Car & Foundry Company, and 1,000 steel hopper cars from 
the Standard Steel Car Company; and as mentioned Septem- 
ber 15, has ordered ten 70-ft. through passenger cars from the 
Barney & Smith Car Company, 25 suburban coaches from the 
Pullman Company. It has ordered five combination suburban 
cars, instead of 10 through passenger cars as previously stated, 
from the Pullman Company. The box cars will have a capacity 
of 40 tons, and will weigh 35,970 lbs. The inside dimensions are: 
30 ft. long; 8 ft. 6 in. wide, and 8 ft. 3 in. high, and the overall 
dimensions are 40 ft. long; 10 ft. wide, and 13 ft. 7 in. high. The 
body will be of steel frame, with wood sheathing, and the under- 
frame will be of steel. The hopper cars will have a capacity of 
110,000 Ibs., and will weigh 39,400 Ibs. The inside dimensions will 
be 30 ft. 6 in. long, and 9 ft. 5 in. wide; the overall dimensions 
will be: 34 ft. long, 9 ft. 6 in. wide, and 10 ft. 6 in. high. The 
special equipment of the box and hopper cars will be as follows: 


BOters, BOAY .iceccscia cnees Simplex 

PCSOs sia hiaeisie sco a nant eae New York 

PAG WROIED: 6c is eewecaaaw Simplex and Damascus 
BTOME GUOOE. ciwin ais neitewnaioee Am. Brake Shoe & F’dry 
RUMEN. 2 G0. aie clera nes ays otras Rae Pronze Metal Co. 

REO ETNEIN rhea voce thers sev sane ares Gould 

Deors (HGPPeL Cars) «<6. o<os.0. Triple hopper 

Door fastenings (hopper cars)... Enterprise 

Draft gear (hopper cars)....... Miner 

Dratt: gear (box Cars). «6.6 scseis Sessions 

SOMGU  WUGUOR 26 a6.0.6'0:00 6s ey 60% 3asswood 

POUTGEL MORES. oie aie 0 caine eieceeesls Franklin 

Mors (OOK GALEN s 6 oi icc se scs-as Improved Winslow inside 
SMO CAGURES oe. 65.0. a wios: acer iars Malleable iron 

BOING 5\414 fa ase a a eee a eae Ry. Steel Spring Co. 
Trucks (hopper cars)...........Andrews cast steel side frames 
TEUaeKs) CHOK. CAFS) 6:65:00 cscracemiers Cast steel frames 

| Se rare tree ree oes ast tfon 


The passenger cars will have a capacity of 80 persons, and 
will weigh 112,000 lbs. The overall dimensions will be: 78 ft. 
3 in. long; 10 ft. wide, and 14 ft. 5 in. high. The bodies will 
be of wood and the underframes of steel. The suburban coaches 
will have a capacity of 72 persons. Their overall dimensions will 
be: 66 ft. 9 in. long; 10 ft. wide, and 14 ft. 5 in. high. The 
bodies will be made of wood, and the underframes of steel. The 
capacity of the combination cars will be 50 persons, and their 
weight will be 92,000 Ibs. The overall dimensions are: 66 ft. 9 
in. long; 10 ft. wide, and 14 ft. 5 in. high. The bodies will be 
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of wood and the underframes of steel. 
of these cars will be as follows: 


The special equipment 


eNO os 6 ideas cermnes Commonwealth 

BENG Soon 6.4 :a-s say aicrscernktrere veers Westinghouse 

PATONG ORNS > 6.6.6 00605 c:trassisierstecwe-eied \m. Steel F’dry, Vulcan 
NOUS: BOOS Sit cc cee cwedes wud Am. Brake Shoe & F’dry 
RRMPOMRM ala oi esd Rie dialer aie a araiecd Bronze Metal Co. 
Se eee rere janney 3 Stem 
RAMARDMOM Ko eisai aha la atere: 3 eons adhe ane Westinghouse 


IE NOUN aed 6: dics 4: rare eign ace Basswood 
ERCQtINe SHUM ook 5 cic ccs cee es Ward 


TORSGRL ONES. occ ccccencencs Franklin 

EAGMCING BSYGUEM 66 oii csisaces Wilson storage battery 
RMN ev oar oben ala. 0k6 etc erelen lee’ Canvas 

rN OO Malleable iron 

PIPER Viale Sle. g o:<.slerecaievtectserecca aces Ry. Steel Spring Co. 
a) rele aie aera ar rope oy areas ere Commonwealth, cast steel 


IRON AND STEEL. 





THE CANADIAN Paciric has ordered 1,200 tons of rails from 
the Illinois Steel Company. 


Tue NorroLtK & WESTERN is making inquiries for 30,000 tons 
of standard rails for 1912 delivery. 


THE PENNSYLVANIA is in the market for 500 tons of bridge 
steel for the bridge over the Schuylkill river, near Philadelphia. 


Tue MononcAHELA has ordered 2,000 tons of bridge steel 
from the American Bridge Company for the bridge over the 
Monongahela river. 


THE CENTRAL RAILWAY oF NEw Jersey is in the market for 
10,000 tons of bridge material for two large bridges to be built 
over the Hackensack and Passaic rivers. 


Tue Cuicaco, MILtwAuKEE & St. Paut has divided an order 
for 4,000 tons of bridge steel between the Minneapolis Steel & 
Machinery Company and the Milwaukee Bridge Company. 


THE Cuicaco, Burtincton & Quincy is in the market for 
6,000 tons of structural steel for the 14-story office building 
to be built at Jackson boulevard and Clinton street, Chicago. 


Tue Battrmore & Ouro has ordered 300 tons of structural 
steel for the pier sheds at Staten Island from the Baltimore 
Bridge Company. This company is also in the market for 1,000 
tons of structural steel for the new warehouse at Baltimore. 


GENERAL CONDITIONS IN STEEL.—Steel prices continue low, due 
to the failure of consumers to respond, notwithstanding that the 
quotations are at the lowest level in several years. Few steel 
manufacturers anticipate any improvement in business in the 
last quarter of the current year, and a falling off in operations is 
looked for. The cut in the price of tubes is expected to be fol- 
lowed by a reduction in other classes of steel. Mills are looking 
for business at any price in order to keep their plants in opera- 
tion. The Steel Corporation’s Chicago district mills combined 
are operating at over 75 per cent. capacity, but the railway con- 
tracts for large orders do not improve. 


FOREIGN RAILWAY NOTES. 





Railway lines of standard gage, 4 ft. 8% in. in operation in 


Uruguay at the end of 1910 amounted to 1,436 miles. There 
were reported last year 26 miles of narrow gage. This brings the 
length of the railways in Uruguay in 1910 to 1,472 miles. Of the 


standard gage lines 935 miles were subsidized. 


The total length of railways in operation in Venezuela is 
542 miles. The number of lines, according to latest information, 
is 12, with an invested capital of over $40,000,000. The only rail- 
way construction during 1910 was the extension of the Central 
Railway to Santa Lucia, about 3 miles. 


The Chinese government has given its formal approval to a 
plan formulated by Tang Shao Yi for connecting the various 
commercial centers of the empire by railway and for bringing 
them into communication with the Siberian system on the north, 
the French lines in Indo-China on the south, and the Indian 
system terminating in Burmah on the west. It is proposed to 
connect with the Trans-Siberian near Lake Baikal and thus cut 
off about two days in the journey from Europe to Pekin and 
points south of it. The connection with the French lines to the 
south at Yunnan is entirely practicable if the Chinese would 
grant the necessary concessions, and British interests are ready 
to open connections with India and Burmah if the Chinese gov- 
ernment will meet them half way. 
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Supply Trade News. 


The Chicago & Alton has issued a list including about 125 
machine tools which this company expects to buy in the near 
future. 





P. H. Wilhelm has been appointed special railway represen- 
tative of the Standard Leather Packing Company, Boston, Mass., 
with headquarters at Boston. 


The Hanna Locomotive Stoker Company, Cincinnati, Ohio, 
has moved its offices from the South National Bank building 
to the Mercantile Library building. 


E. C. McMillan, mechanical engineer of the American Bureau 
of Inspection & Tests, has been appointed manager of that con- 
cern, with office at Pittsburgh, succeeding George W. Greene, 
resigned. 


The Mumford Molding Machine Company, Plainfield, N. J., 
has received an order from the American Brake Shoe & Foun- 
dry Company for a 24-in. cylinder jolting machine with a table 
72 in. square. 


The McKeen Motor Car Company, Omaha, Neb., has de- 
livered a seventh standard 70-ft. all steel motor car to the 
Oregon-Washington Railroad & Navigation Company at North 
Yakima, Wash. 


J. A. Sauer, formerly secretary to the vice-president of the 
T. H. Symmington Company, Baltimore, Md., has been appointed 
manager of its New York office, succeeding C. S. Arthur, re- 
signed to go to the Wales Adding Machine Company, At- 
lanta, Ga. 


W. A. Garrett, vice-president of the T. H. Symington Com- 
pany, Baltimore, Md., has resigned to re-enter railway service. 
Mr. Garrett was chief executive officer of the Seaboard Air 
Line prior to November, 1909, when he left to go to the 
T. H. Symington Cempany. 


The Isthmian Canal Commission is asking bids until No- 
vember 20 on electric towing locomotives for all the canal 
locks. Sealed proposals in triplicate will be received at the 
office of the general purchasing officer of the Interstate Com- 
merce Commission, Washington, D. C. (Circular No. 650.) 


E. R. Euston, formerly vice-president of the Stoerer Foun- 
dry & Manufacturing Company. New York, which has been 
absorbed by, and will continue business under the name of, 
the Treadwell Engineering Company, Easton, Pa., will be 
located at its general sales office at Easton. 


The Youngstown Sheet & Tube Company, Youngstown, Ohio, 
has ordered 7,500 tons of structural steel from the American 
Bridge Company for the extension to its plant at Youngstown. 
This company is also taking prices on machinery and equipment 
to be used in the new building. The entire cost of the building, 
machinery and equipment is estimated at $2,500,000. 


The Bureau of Manufacturers, Washington, D. C., has re- 
ceived a communication from a railway officer in South America 
asking for sketches showing the type of car barges used on the 
Mississippi, Ohio and Missouri rivers. The work on his road 
involves interchange of freight with other lines which have dif- 
ferent gages, and some method must be arranged to lift the 
cars so that the broad gage trucks may be substituted by narrow 
ones, or vice versa. Plans of the methods and the machinery 
to be used are wanted. The address of the inquirer may be had 
by writing to the Bureau of Manufacturers, mentioning inquiry 
No. 7353. 


The Roberts & Schaefer Company, Chicago, has been awarded 
a contract by the Kentucky & Indiana Terminal, for designing 
and building a 500-ton fireproof Holmen counterbalanced bucket 
locomotive coaling station for installation at Louisville, Ky. 
This will be used jointly by the Baltimore & Ohio, the Southern 
and the Monon. The company has also been awarded a contract 
by the Vandalia for a fireproof, 500-ton Holmen counterbalanced 
type locomotive coaling station for installation at Rose Lake, II. 
This plant will be built throughout of reinforced concrete and 
steel, and will coal locomotives on the St. Louis division. The 

approximate contract price is $25,000. 


Vor, 51, No. 13. 


The Kennicott Company, Chicago, has placed on the market 
a patented steel underframe for freight cars, to the design of 
which special attention has been given to combine strength with 
lightness and durability. This company is also manufacturing 
a patented all steel drop bottom and side dump car which has 
an automatic lock to prevent the doors from sagging and drop- 
ping the contents of the car along the road. Recent orders for 
equipment received by this company include the following: Ten 
all-steel 7,000-gal. Kennicott tank cars on 80,000-Ib. capacity 
trucks for the Canadian Northern; seven 36-ft. steel under- 
frames for the Fox River Dispatch; one 4,000-gal. sprinkling car 
for the Green Bay Traction Company, and two Davies patented 
all-steel 120,000-lb. capacity drop bottom cars for the Reiss Coal 
Company, Sheboygan, Wis. 


The Miller Engineering Company, with which Charles H. 
Miller and A. C. Butterworth are associated, has recently 
been formed, with its principal offices in the Southern Trust 
building, Little Rock, Ark. The company is prepared to in- 
vestigate, survey, report on and furnish estimates, designs 
and specifications for all classes of drainage, levee, railway, 
bridge, water supply, river protection work, and other mu- 
nicipal improvements and industrial propositions. Mr. Miller 
has been engaged in drainage, levee and river protection 
work for 19 years, having been with the Mississippi river 
valley and the United States government engineers for 13 
years and with the Missouri-Pacific Iron Mountain system 
six years. Mr. Butterworth has done engineering work for 
ten years; most of his experience having been with the 
Wabash and the Missouri-Pacific. 


C. J. Nash, who has been with the Westinghouse Air 
Brake Company, Pittsburgh, Pa., as special representative 
in the draft gear department for the past year, has resigned 
to engage in the railway supply business, where he will make 
a specialty of draft gear attachments. Mr. Nash began in 
the car business as chief draftsman of the old Lafayette Car 
Works, at Lafayette, Ind., and was later made general fore- 
man at that place. He was mechanical engineer for the Pull- 
man Company, Chicago, in charge of the contract car con- 
struction and the estimating department, for 16 years. Dur- 
ing 1905 he was superintendent of the wooden car depart- 
ment and in charge of the steel passenger car department 
of the Standard Steel Car Company, Pittsburgh, Pa. He 
was then appointed chief mechanical engineer of the W. H. 
Miner Company, Chicago, which position he held until he 
went with the Westinghouse Air Brake Company. 





TRADE PUBLICATIONS. 


Exectric Heaters.—The Gold Car Heating & Lighting Com- 
pany, New York, has issued a catalogue illustrating its electric 
heaters for all kinds of service. 

Motors.—The Crocker-Wheeler Company, Ampere, N. J., has 
issued a 16-page catalogue on induction motors, telling the ad- 
vantages ‘of the magnetic bridges, and how they add to the motors’ 
operating characteristics and mechanical durability. 

Circuit BrEAKERS.—The General Electric Company, Schenec- 
tady, N. Y., has published bulletins No. 4837 to 4843, inclusive, 
on its circuit breakers. Bulletin No. 4837 gives full information 
on circuit breakers in general; bulletin No. 4838 describes cir- 
cuit breakers of large capacity; bulletin No. 4839, circuit break- 
ers of intermediate capacity; bulletin No. 4840, circuit breakers 
that are especially adapted to motor-driven tool applications; 
bulletin No. 4841, circuit breakers of small capacity; bulletin No. 
4842, remote control circuit breakers; and bulletin No. 4843, 
magnetic blowout circuit breakers. 

DriLLIncG MACHINES AND Toots.—The American Well Works, 
Aurora, Ill., has published catalog 120 on well-drilling machines, 
and catalog 121 on well-drilling tools to be used with the machines. 
Catalog 120 describes various types of well drills, such as the 
automatic trip churn drill, the hydraulic drill, the jetting drill, 
the diamond drill, etc., and gives the kind of work to which each 
drill is best adapted. It then illustrates and describes the differ- 
ent machines of these types. Catalog 121 is devoted to well 
drilling tools designed to be used with the well drilling ma- 
chines described in catalog 120 or with any other machines of 
standard make. 
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Railway Construction, 





New Incorporations, Surveys, Etc. 
ARIZONA EAsTERN.—See Southern Pacific. 


ATCHISON, TopeKA & SAnTA Fe.—An officer writes that con- 
tracts have been given to the H. Hauser Contracting Company, 
Los Angeles, Cal.; George W. West, San Bernardino; C. C. 
Welsh, Needles, and to the Sharp & Fellows Contracting Com- 
pany, Los Angeles, for grading for second-track from Needles, 
Cal., west to Goffs, 31 miles. (September 8, p. 493.) 


ATLANTIC, OKEECHOBEE & GuLtr.—An officer writes that the 
city of Tampa, Fla., has recently granted this company a fran- 
chise to enter the city. The city officials will buy at a cost of 
about $20,000 sufficient right-of-way for the tracks of the com- 
pany, a part of the cost will be paid by the railway company. 
A contract has been given to the W. K. Palmer Company, en- 
gineers, Kansas City, Mo., for preliminary work on a section of 
308 miles, and in about 10 weeks, or as soon as the maps, 
profiles and estimates are made, contracts will be given to con- 
tractors to build the line. It is expected that the work on the 
first section will be finished in 18 months. The projected route is 
from Tampa, on the west coast of Florida, southeast to Fort 
Lauderdale, on the east coast. Terminal facilities have been 
secured at both ends of the line, also a deepwater frontage at 
Tampa, where the company has 148 acres of water front. There 
are also to be some branch lines built in the territory near 
Tampa. The offices of the company are at Tampa. H. C. 
Ferriot, president; Hiram McElroy, chief engineer, and T. P. 
Bell, secretary. (September 22, p. 575.) 


CALIFORNIA Roaps.—A line is to be built from Dumont, Cal., 
to the mining district of the Avawatz Gypsum Company, about 
12 miles. H. H. Kerckhoff, Los Angeles, is interested. 


Cuicaco, BurLincton & Quincy.—A subway is to be built 
under the tracks of this company in Denver, Colo., at a cost 
of $13,000. The railway tracks will be raised to a minimum 
height of five ft. for a distance of several hundred yards on 
either side of the subway. The city of Denver and the county 
of Adams will pay part of the cost of the improvements. 


Cuicaco, Rock Istanp & Paciric.—An officer writes that a 
contract has been given to the C. H. Sharp Contracting Com- 
pany, Kansas City, Mo., to build from Malvern, Ark., to Kent, 
55 miles. (June 9, p. 1333.) 


Creston, WINTERSET & Des Mornes_ INTERURBAN.—Incor- 
poration has been asked for in Iowa with $500,000 capital, and 
office at Creston, Iowa. The plans call for building a line north- 
east via Macksburg and Winterset to Des Moines, about 55 miles. 
R. Brown, president, Creston; C. E. Wilson, vice-president, 
Macksburg; M. E. Harris, second vice-president, Winterset ; 
A. S. Lynn, secretary, Orient, and W. W. Walker, treasurer, 
Macksburg. 


CUMBERLAND VALLEY.—A contract has been given to Sund- 
strom & Stratton, New York City, for revision work on the line 
through Chambersburg, Pa. (August 25, p. 390.) 


Erte Rartroap.—An officer writes that this company has se- 
cured a large tract of land near Crown Point, Ind., to be used as 
a site for new terminals and freight yards, to have a capacity 
of 2,000 cars. 


Eurauta & CHATTAHOOCHEE VALLEY.—An officer writes that 
the company expects to begin grading work within the next 
60 days. The first section to be built will be from Pittsview, 
Ala., to Eufaula, 21 miles. There will probably be two bridges 
on this section. It is expected that contracts for building addi- 
tional sections between a point in Russell county and a point in 
Henry county will be let in the near future. J. P. Foy, presi- 
dent; A. H. Merrill, vice-president, and W. L. Wild, secretary 
and treasurer, Eufaula. (September 22, p. 575.) 


EvANSVILLE, HENDERSON & Owenssoro (Electric).—An officer 
writes that this company proposes to operate a line from Evans- 
ville, Ind., to Henderson, Ky., and for this purpose will electrify 
the Illinois Central’s line which was abandoned for passenger 
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traffic about seven years ago. This section of the Illinois 
Central between Evansville, Ind., and Hopkinsville, Ky., included 
a transfer across the Ohio river by means of incline and transfer 
boats. It was abandoned when an agreement was entered into 
with the Louisville & Nashville, by which the Illinois Central 
trains used the L. & N. between Henderson and Evansville, in- 
cluding the bridge over the Ohio river. That section of the 
Illinois Central has been maintained for switching service, but 
its river transfer was abandoned. ‘The distance ftom the city 
limits of Evansville to the city limits of Henderson, by the I. C. 
is about six miles, exclusive of the river crossing, and an agree- 
ment has been entered into with the Evansville Railway Co. to 
permit the latter to electrify these tracks and run cars over them, 
connecting with the street railway tracks at the city limits at 
each point. The Evansville Railway Co. will install and operate 
a small passenger transfer boat at the river, but this will not be 
used by the I. C. 


Evansville, Henderson & 


EvANSVILLE Rattway Co.—See 
Owensboro. 


Fiorina Roaps.—The Alger-Sullivan Lumber Company, Cen- 
tury, Fla., is planning to build a 25-mile extension of its logging 
road in Monroe and Conecuh counties, Ala., for which bids 
will be asked in October. The work involves handling about 
8,000 cu. yds. a mile. Maximum grades will be 1.5 per cent. 


Itt1NoIs CENTRAL.—The report of this company for the year 
ended June 30, 1911, shows that during the year 128.46 miles of 
track were relaid with 90-lb. rail; 0.21 miles with 85-lb. rail, and 
38.61 miles with 75-lb. rail, a. total of 167.28 miles, and 12.22 
miles of track were relaid with second-hand rail, replacing 
lighter sections. 85 new industrial tracks, aggregating 7.74 miles, 
and 63 new sidings, aggregating 8.05 miles, were added during 
the year. 81 miles of partially ballasted track were reballasted, 
this work involved widening the embankment preparatory to 
replacing the ballast. The company placed in operation during 
the year second-track between Jackson, Tenn., and Frogmoor, 
1.96 miles; between Curve and Diversion, 1.3 miles, and work 
is 63 per cent. completed on 36.04 miles between Ponchatula, La., 
and Orleans Junction. Second-track is also being laid between 
Hawthorne, Ill., and Parkway, and it is expected that all this work 
will be finished during October. Work is now under way build- 
ing third and fourth-tracks between Blue Island Junction, III, 
and Matteson, 13.1 miles, it is expected that this work will be 
finished in November. Work in connection with the enlarge- 
ment of the yards and facilities at Centralia was begun in July 
and at Champaign on August 1. It is expected that the important 
additions under way at these places will furnish much needed 
yard facilities. See comment on the annual report of this com- 
pany elsewhere in this issue. 

See Evansville, Henderson & Owensboro. 


INTERCOLONIAL Raitway.—An officer writes that the branch to 
be built from near Alba, N. S., to Baddeck, 22.7 miles, for which 
bids are wanted October 12, is to have maximum grades of 1 
per cent. and maximum curvature of 7 deg. There will be 
one swing span bridge, 350 ft. long, another bridge of three 
spans, 110 ft. long, and a third bridge of three spans, 100 ft. 
long. In addition, there will be six spans, 30 to 40 ft. each on 
this branch. (September 22, p. 575.) 


LeHicH VALLEY.—The report of this company for the year 
ended June 30, 1911, shows that substantial progress has been 
made in the construction of the branch line from Ashmore, 
Pa. (formerly Lumberyard), to a connection with the main 
line at White Haven. This line is being built to shorten the 
distance from the coal fields, and to provide a route with lower 
grades and less curvature than the existing lines. In connection 
with this work, the line between Laurel Junction and Silver Brook 
Junction is being changed from single to double-track. It is ex- 
pected that these improvements will be placed in operation within 
a few months. A branch from a connection with the main line 
near Glendon to the plateau south of Easton is under con- 
struction and nearing completion. Additional third and fourth- 
track work has been continued and the company now has 67.6 
miles of third-track and 33.32 miles of fourth-track. An exten- 
sion from Fullerton to Cementon, 3.72 miles, is completed, mak- 
ing a continuous four-track line of 19.61 miles through this con- 
gested section, and work is under way on a further extension 
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from Cementon to Treichler; 17.99 miles of company’s sidings 
and 3.35 miles of industrial sidings were constructed during the 
year. West of Roselle Park a depression was eliminated by 
raising 4,000 ft. of the main line tracks a maximum of 6 ft. 
Work has been completed on a change in the alinement, elimi- 
nating a sharp reverse curve on the main line, and on the con- 
struction of additional yard facilities at South Bethlehem. A 
freight yard, to have a capacity of 400 cars is being constructed 
at Richards; west of Easton, and a new yard, with a capacity of 
220 cars was constructed at Catasauqua, to provide facilities 
for interchange with other railways, and to compensate for 
sidings absorbed by third and fourth track extensions. 


Liserty-Wuite.—An officer writes that work is now under 
way on an extension from Ada, Pike county, Miss., to Tyler- 
town, 15.6 miles, where connection will be made with the New 
Orleans Great Northern. The first two miles to Kaigler has 
been placed in operation. (June 9, p. 1334.) 

Regarding the reports that an extension is to be built to 
timberlands at a point near Columbia, in Marion county, an 
officer writes that plans are not yet sufficiently advanced to give 
out any information. 


OreGoN ELectric.—A contract has been given to McDougal 
& Guthrie, and a sub-contract has been given to Fuller & Bain, 
for building the extension from Salem, Ore., south to Albany, 
about 30 miles. This work is now under way. (September 22, 
p. 576.) 


OrEGON-WASHINGTON RarLtroap & NavicATIon Company.—An 
officer writes that grading work has been finished, but track lay- 
ing has not yet been started on the line from a point west of 
Ayer station, Wash., on the existing line east along the south 
bank of the Snake river, thence north along Cow creek, passing 
east of Perry and Palouse Falls, thence via Ankeny to Marengo, 
41 miles. The contractors for the grading and bridge work 
were: G. A. Carlson & Co. and W. L. Tribble, both of Spokane; 
Eschbach-Bruce Company, North Yakima; George Chew and 
Coughren-Boynton & Co., both of Spokane. The grading work 
averaged about 25,500 cu. yds. of solid rock, 8,250 cu. yds. of 
loose rock and 30,000 cu. yds. of earth a mile. Maximum grades 
are 6 per cent. and maximum curvature 3 deg. There are three 
steel bridges 4,870 ft. long and eight tunnels, having a total length 
of 6,470 ft. (May 19, p. 1187.) 


San Antonio, Rockport & Mexican.—Financial arrangements 
have been made in London, Eng., it is said, to build this line. 
The terms of the agreement provides that bonuses amounting to 
$8,000 a mile must be secured from land owners and others 
along the proposed route. The plans call for a line from San 
Antonio, Tex., south to Brownsville, with a branch from a point 
about 125 miles south of San Antonio east to Rockport, on the 
Gulf coast, in all, about 350 miles. A. L. Matlock, San Antonio, 
is said to be interested. (September 15, p. 545.) 


Scott City NorTHern.—An officer writes that it is undecided 
when this line will be extended. The road was opened for 
operation on August 1, from Winona, Kan., on the Union Pa- 
cific, south to Scott City, 52 miles, where connection is made 
with the Missouri Pacific, the Atchison, Topeka & Santa Fe 
and the Garden City, Gulf & Northern. The line is expected to 
find a traffic in grain and live stock. (March 3, p. 434.) 


SouTHERN Paciric.—According to press reports, this company 
is planning to start work on the proposed extension of the Ari- 
zona Eastern, which has been under consideration for a long 
time. The plans call for an extension of the Globe division, from 
Globe, Ariz., northeast through Arizona and western New Mexico 
to Durango, Colo. 


Urintan Raiway.—An officer writes that track laying is 
about finished on a 14-mile extension from Dragon, Utah, north- 
west, and the line is to be opened for service about October 15. 
The principal commodity to be carried is gilsonite, which is a 
crude form of ahphaltum. The line will also carry general 
business and mails. December 2, p. 1097.) 


RAILWAY STRUCTURES. 


ABERDEEN, Wasu.—Plans for a new union station to be built 
jointly by the Oregon-Washington Railroad & Navigation Com- 
pany, the Northern Pacific and the Chicago, Milwaukee & Puget 
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Sound, have been finished, it is said, and construction work will 
be started soon. The estimated cost of the passenger station is 
$40,000, and the freight house $15,000. The same plans will be 
used for the construction of stations at Hoquiam. (May 26, 
p. 1225.) 

Aga, N. S.—See Intercolonial Railway under Railway Con- 
struction. 


BincHAM, Utau.—The Bingham & Garfield is building a sta- 
tion, it is said, near Carr Fork, at Bingham. The work includes 
putting up a cable ‘railway to transport passengers and freight 
from the street level in the business district, to the station, which 
is located upon a hill at an elevation of 500 ft. 

CENTRALIA, WasH.—The city council of Centralia has passed 
an ordinance granting street vacations requested by the Oregon- 
Washington Railroad & Navigation Company, and the Northern 
Pacific, for the construction of the new passenger and freight 
stations, roundhouse and machine shops at Centralia. It is 
understood that the improvements will cost $750,000. (June 2, 
p. 1297.) 

CLEVELAND, Out0o.—Contracts have been let and work has been 
started on a large ore handling plant for the Pennsylvania Com- 
pany on the lake front, a short distance from the mouth of the 
Cuyahoga river, at Cleveland. It is expected that the plant 
will unload two large vessels a day, or from 25,000 to 30,000 
tons. There will be four unloaders, which will be equipped with 
17-ton buckets. Some 43 acres is now being reclaimed by filling 
in between the government harbor line and the shore, and this 
will provide a frontage on the lake of about 2,000 ft. The work 
includes the construction of a reinforced concrete dock, 1,000 ft. 
long; foundations for the ore handling machinery; a 15-ton ore 
bridge; a power house of 2,200 k. w. capacity; a hauling system 
for placing cars under the machines; a yard development for 
loaded and empty cars, and an undergrade crossing of the Lake 
Shore & Michigan Southern. Contracts have been given for the 
dock and concrete work to the Great Lakes Dredge & Dock 
Company; the steel unloaders are being furnished by the Well- 
man-Seaver-Morgan Company, Cleveland, and the embankments 
are being made by the railway company with its own forces. 

Crown Pornt, Inp.—See Erie Railroad under Railway Con- 
struction. 

Daytona, Fra.—The Florida East Coast contemplates making 
extensive improvements at Daytona. 

Fr. Stockton, Tex.—The Kansas City, Mexico & Orient is 
preparing plans for a division terminal to include roundhouse 
and yards. 

GALVESTON, TeEx.—The Southern Pacific has let the contract 
to Wm. Pearson & Co., Houston, for building a reinforced con- 
crete warehouse, 71 ft. x 1,000 ft., with tar and gravel roof, 
on Pier “B” at Galveston. The building will be divided into five 
compartments of 70 ft. x 200 ft. each, by fireproof brick walls. 
Excavation work for the foundations has already been started. 
The estimated cost is $65,000. (September 8, p. 494.) 

Hotty, Coto.—The Atchison, Topeka & Santa Fe will build a 
brick passenger station to cost $25,000. 

Hogutam, WasH.—See Aberdeen, Wash. 

Keppiz, Cat.—The Western Pacific is building an addition to 
its station and yards at Keddie. 

LaurEL, Miss.—The New Orleans, Mobile & Chicago has plans 
to build new repair shops and to remove the present turntable 
and install an 80 ft. table near the new shops. 

Lonpon, Ont.—Permission has been granted the Canadian 
Pacific, it is said, to make improvements in London, at a cost 
of $70,000. The work includes building a two-story brick sta- 
tion, constructing a coaling plant with chutes and approaches, 
also a brick store building and a steel and cement water tank. A 
contract for the brick work has been given to John Hayman. 

Lone Beacu, Cat.—The Pacific Electric has started work on 
the new station at Long Beach, to cost $10,000. (November 
11, p. 944.) 

Los ANGELES, CaL.—A permit has been given to the Southern 
Pacific to make improvements and additions to its wharf at San 
Pedro harbor, at a cost of $10,000. 

Loursvitte, Ky.—The Kentucky & Indiana Terminal Railway 
has let the contract for building a 500-ton concrete coaling sta- 
tion of the Holman type, and will probably build in the near 
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future a roundhouse and machine shop. This company has also 
started construction on a new freight yard, with a capacity of 
2,500 cars. In addition to the above it is double tracking all of 
the main line, and has begun grade separation work at all street 
crossings between the Ohio river and Walnut street, a distance 
of about two miles. 


Miran, Pa.—The report of the Lehigh Valley, for the year 
ended June 30, 1911, shows that work has been carried out dur- 
ing the year on the following structures: A combined freight 
and passenger station of hollow tile and stucco construction 
was built at Milan, and separate passenger and freight stations 
of similar construction at Cortland, N. Y. At South Bethlehem, 
Pa., a concrete freight house was built. New milk shipping sta- 
tions were built at Erin, N. Y., and at Wilseyville. Additions 
were made to the freight station at Wilkesbarre, Pa., and to the 
office buildings at Easton and Oak Island Transfer, N. J., an 
additional platform, 810 ft. long, with necessary tracks, was con- 
structed at Oak Island Transfer. A 16-stall concrete round- 
houses was constructed at Coxton, Pa., and a concrete boiler 
house at South Easton. A steel bulkhead shed was erected at 
pier 34, New York, and extensive repairs were made to various 
bulkheads, sheds, piers and docks at New York and Jersey City, 
N. J., as well as to the cold storage and shipping trestles at the 
Pert Amboy and Tifft Farm, New York, terminals. 


Moscow, IpAnHo.—The Spokane & Inland Empire is making 
plans, it is said, for putting up a new station at Moscow. 


New Orteans, La.—The report of the Illinois Central for the 
year ended June 30, 1911, shows that the following improvement 
work was carried out during the year: A combined freight sta- 
tion, office building and warehouse of brick and reinforced con- 
struction and the necessary yard facilities, at New Orleans, was 
completed, and a number of other stations were rebuilt or en- 
larged during the year. A new coaling plant. was built at Man- 
chester, Iowa, to replace the structure destroyed by fire, and a 
new water station was installed at La Branch, La. New 85-ft. 
turntables were installed at Paducah, Ky., and at McComb, 
Miss., replacing 66-ft. tables. 3,693 lin. ft. of permanent bridges, 
and trestles were constructed, replacing timber and pile bridges, 
trestles and embankments; 722 lin. ft. of permanent bridges and 
trestles, and 34,792 lin. ft. of timber and pile bridges and trestles 
were rebuilt or replaced by embankments, and 1,003 lin. ft. of 
permanent stone culverts were constructed. 


Pecos, Tex.—The Pecos Valley Southern will build an engine 
work shop 40 ft. x 100 ft. of reinforced concrete construction. 


PittspurcH, Pa.—An officer of the Pittsburgh & Lake Erie 
writes that improvements are now being carried out in front 
of the Pittsburgh terminal station. The work includes putting 
up a covering 40 ft. wide over Smithfield street. The clearance 
under the roof will be about 19 ft. 9 in. above the street. In 
addition, a subway is being constructed under Smithfield street 
for the use of passengers to pass under the street to a stairway 
on the opposite side from the station. W. F. Trimble & Sons 
Company has the contract for the overhead structure, and the 
McKelvy-Hine Company has the contract for the subway. The 
cost of the improvements will be about $50,000. 


Rosepurc, Ore.—The Southern Pacific has plans made for 
putting up a new station at Roseburg, to cost $22,000. Work on 
this improvement, it is said, will be started at once. 


Terre Haute, Inp.—The Terre Haute, Indianapolis & Eastern 
is preparing plans for a brick and steel passenger station and 
office building which will probably be six stories high and cost 
about $100,000. 


Tue Dates, Ore.—The Great Southern has started work on 
a new station at The Dalles, to replace the structure recently 
destroyed by fire. (August 11, p. 305.) 


SHERBROOKE, QuE-—Bids are wanted by the Quebec Central, 
it is said, for putting up a concrete station, two stories high, at 
Sherbrooke, to cost $30,000. 


Woonsocket, R. I.—The New York, New Haven & Hartford 
through the Eastern Construction Company, has filed an appli- 
cation for a building permit to put up two new freight houses 
on North Main street, Woonsocket. It is thought that this is 
a plan of the New Haven to delay the entrance of the Grand 
Trunk into Rhode Island. 
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Railway Financial News. 





Cuicaco, INDIANAPOLIS & LoutsviLLe.—John R. Waterbury, presi- 
dent of the Manhattan Trust Company, New York, has been 
elected a director, succeeding William H. McDoel. 


Boston & ALBANYy.—The board of directors has been increased 
from nine to ten, and William K. Vanderbilt, Jr., assistant to 
the president of the New York Central & Hudson River, has 
been elected a director of the Boston & Albany. 


DENVER, NORTHWESTERN & Paciric.—The Denver Republican 
says that the stockholders of this company will be asked at a 
meeting on October 14 to authorize an issue of $40,000,000 5 
per cent. bonds and $8,000,000 6 per cent. income bonds, and to 
increase the capital stock from $20,000,000 to $40,000,000. It is 
said that a part of the new bond issue will be used to retire 
the $10,940,000 bonds outstanding. The paper quotes S. M. 
Perry, secretary and treasurer, as follows: 

“The new stock and the new bonds, if authorized and issued, 
will not be placed upon the market all at once, as to do so 
would flood the market. After disposing of the present bonds 
and the floating debt, the portion of the new issue remaining 
will be disposed of from time to time as money is needed for 
construction, or for other purposes. This means that funds 
necessary for the construction of the line through to Salt Lake 
City, the building of the Orestod to Dotsero cutoff and the 
building of a road into the anthracite coal fields in Routt county 
will be forthcoming and that the vast empire of northwestern 
Colorado will be opened to development. 

“This will not consume the entire bond and stock issues, by 
any means, but the directorate thought it wise to make one 
mortgage of the property and make certain of having sufficient 
money in sight before again beginning actual construction work, 
rather than be forced to re-finance the road at some future 
time and before the work is completed.” 


Detroit, Totepo & Ironton.—The protective committee of the 
bondholders of Detroit Southern, Ohio Southern division, first 
mortgage 4 per cent. bonds, J. N. Wallace, chairman, will ac- 
cept further deposits of these bonds up to September 30, 1911, 
on the payment of an assessment of 1 per cent. 


INTERNATIONAL & GREAT NortTHERN.—On September 22 the 
property of the International & Great Northern Railroad was 
deeded to the International & Great Northern Railway, the 
new company. 


Op Cotony Rartroap.—The directors have authorized an issue of 
$500,000 additional stock, making the total stock outstanding 
$21,664,000. The proceeds of the sale are to be used to re- 
imburse the New York, New Haven & Hartford for ex- 
penditures under its 99-year lease amounting to about $850,000. 


WASHINGTON-VirGINIA.—The directors have declared a dividend 
of 1% per cent. on the common stock and on the preferred 
stock, payable November 1. The first dividend payments were 
made on March 15, 1911, and were 1% per cent. on the pre- 
ferred and 1 per cent. on the common. 


FOREIGN RAILWAY NOTES. 


Good progress is being made on the Goyaz Railway, Brazil, 
which is to run from Formiga, in Minas Geraes, up to and beyond 
the capital of Goyaz. At the close of 1910 the line had been com- 
pleted to Bambuhy in that state. 


The Samana and Santiago Railway, Dominican Republic, ex- 
tends from Sanchez to La Vega, with a branch to Salcedo. Plans 
have been completed for the extension of this branch to Moca 
to connect with the Dominican Central Railway, and construc- 
tion work is soon to be commenced. The total number of miles 
of this road now in operation is 73. 


Concessions have been granted by the Argentine government 
for several lines in the north to be constructed toward the 
Chilean frontier. One of these will start from Salta, and run 
to Antofagasta by way of Huatiquina, work on which will begin 
in October, 1911; another commences at Tinogasta, in Catamarca; 
while a third will extend from Chilecito, in the province of La 
Rioja. 
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ANNUAL REPORTS 


BROOKLYN RAPID TRANSIT CO. 


REPORT OF THE BOARD OF DIRECTORS TO THE STOCK- 
HOLDERS FOR YEAR ENDING JUNE 30, 1911. 


85 Cxiinton STREET, 
Brooxtyn, N. Y., Sept. 18, 1911. 


COMPARATIVE STATEMENT OF THE RESULTS OF THE OPERA- 
TIONS OF THE BROOKLYN RAPID TRANSIT SYSTEM 
FOR YEARS ENDING JUNE 30, 1911 AND 1910. 


Increase or 

1911. 1910. Decrease. 
Gross Earnings from Operation.. $21,986,543.01 20,979,514.58 +1,007,028.43 
Operating Expenses 12,166,367.03 11,737,110.76 + 429,256.27 





9,820,175.98 
297,524.30 


9,242,403.82 + 
278,814.08 +- 


577,772.16 
18,710.22 


Net Earnings from Operation 
Income from Other Sources.... 





16,117,700.28 
6,969,221.35 


9,521,217.90 


+ 596,482.38 
6,909,622.61 + 
ae 


59,598.74 


Total Income 
Less Taxes and Fixed Charges 





Net Income 3,148,478.93 2,611,595.29 536,883.64 
Out of which there was taken 
for Betterments to Property, 
charged to Operation 
Surplus from Operation for 


the Year 


88,534.72 108,560.19 20,025.47 


3,059,944.21 2,503,035.10 556,909.11 





Profit from Real Estate disposed 


69,184.65 69,184.65 





3,059,944.21 
4,781,035.42 


2,572,219.75 
4,387,229.84 


487,724.46 
393,805.58 


Total Surplus for Year 
Surplus at Beginning of Year 





7,840,979.63 6,959,449.59 881,530.04 
Of this amount there has been 
appropriated: 
Old accounts written off... 
Additional Reserves for Taxes 
prior years 


Adjustment of Expenses prior 


3,609.91 636.43 2,973.48 


49,855.61 232,917.34 183,061.73 


13,281.17 13,281.17 

Supercession and Deprecia- 
tion 

Refunds applying prior years 

Dividend on B. R. T. Co.’s 
Stock outstanding 


105,608.46 
11,821.11 


25,292.73 80,315.73 


11,821.11 


2,242,690.00 336,403.50 





Total Appropriations 2,413,585.09 2,178,414.17 235,170.92 





cE 
-- 
1,906,286.50 + 
+. 
4. 


Balance Sheet Surplus $5,427,394.54 4,781,035.42 646,359.12 


NEW RAPID TRANSIT LINES. 


Under date of December 20th last, the Public Service Commission for 
the First District sent a communication to the Board of Estimate and 
Apportionment, transmitting a proposition of the Interborough Rapid Transit 
Company (the result of conferences extending over several years) for the 
extension of its lines in Manhattan, the Bronx and Brooklyn, and for the 
third tracking of its elevated lines, and requested the advice of that Board 
as to the matters involved in such proposition, so that the two official 
bodies might work in harmony in carrying out an established policy of 
rapid transit development. 


The Board of Estimate and Apportionment responded to the request by 
the appointment, on January 19, 1911, of a special committee to consider 
the proposition of the Interborough Company and any other propositions 
which might be submitted, and this committee, consisting of the Presidents 
of the Boroughs of Manhattan, Bronx and Richmond, acting in conjunction 
with the Public Service Commission, proceeded at once to make a thorough 
and earnest investigation of the subject—practically the only proposition 
before the joint committee being that previously submitted by the Inter- 
borough Company. 


No basis of agreement with that Company having been reached by the 
committee during negotiations extending over several weeks, the Brooklyn 
Rapid Transit Bonanenr submitted to the joint committee a proposition 
under date of March 2, 1911, which was not intended to conflict with 
any rapid transit plans in the Boroughs of Manhattan and the Bronx, but 
to furnish comprehensive and adequate facilities for the Borough of 
Brooklyn and a large part of the Borough of Queens, with the eventual 
extension thereof to the Borough of Richmond. 


The plan which was thus proposed included, as an essential accompani- 
ment of improved local transit in these Boroughs, a suitable distribution 
subway system in Manhattan. Nearly two millions of persons reside in 
these two Boroughs and a large proportion of them visit Manhattan daily 
for business or pleasure. Upon this daily human influx, increasing as 
rapidly as conditions will permit, depends to a large extent the stability 
and growth of Manhattan’s material prosperity. It is the rising tide of 


suburban population, contributing to the commercial, financial and intel- 
lectual activities of a great city, creating increasing demands for employ- 
ment and consumption, which marks the evolution of a metropolis. It is 
the opportunity for cheap homes amid healthful surroundings which relieves 
unwholesome congestion and stimulates the moral, physical and _ political 
welfare of a cosmopolitan community. Not without adequate transit, reach- 
ing from its municipal heart like great arteries to its outlying sections, 
can New York realize its best and richest development, and even the appre- 
ciation of material values in Manhattan, the business heart, must depend 
mostly upon the facility with which the resident population of the neigh- 
boring Boroughs is brought into its territory. Until now this great outside 
army of residents has been brought only to the gateways of Manhattan. 
The handicap of double fares, change of cars and constricted terminals has 
been a retarding influence on municipal growth and public welfare. No 
system of transportation can be adequate which does not carry people 
quickly, safely and cheaply between their homes and the districts of theit 
daily vocations. 


————_ 
Your Company, recognizing these considerations and its obligations 
toward them as the only public service corporation through which, by 
reason of its existing facilities, improvement of transit conditions in 
Brooklyn and Queens can be most promptly and effectually accomplished, 
proposed through its communication of March 2d, not only new lines and 
enlargement of existing lines in those two Boroughs, but a distributing 
subway line in Manhattan, from the Battery to 59th Street, located mostly 
on Broadway, with suitable connections with the East River Bridges and a 
new tunnel under the river. The plan of transportation thus proposed 
received instant and general public approval. It did not involve the use 
of any thoroughfare in Manhattan covered by negotiations between the 
City and any other railroad company. It did not conflict with any plans 
for the development of rapid transit in Manhattan and the Bronx nor in 
part of Queens, During the negotiations and conferences however, it 
became evident that the City might not be able to agree with the Inter- 
borough Company as to desired rapid transit lines in Manhattan and the 
Bronx if the Brooklyn Company was to be allowed a distributing line for 
its passengers on Broadway. The joint committee therefore requested 
your Directors to consider whether the Company would include in its 
proposition all of such Manhattan and Bronx lines (with the exception otf 
a line on Seventh Avenue south of 42d Street) and certain additional lines 
in Queens and Brooklyn. Assurance to this effect was furnished in the 
Company’s communications of April 25th and May 2d. 


The conclusions of the Joint Committee were incorporated in a unanimous 
report under date of June 5th outlining generally the principles which 
should guide the City in transit commitments, and recommending specifically 
not only the carrying out, under conditions laid down in the report, of the 
transportation plan as substantially presented in your Company’s original 
proposition of March 2d, but also the allotment to the Interborough Com- 
pany, under terms prescribed, of lines which it had sought to operate in 
Manhattan, Bronx, Queens and Brooklyn Boroughs. In the contingency 
that the Interborough Company should not accept the terms of the report 
as related to that ninety most of the lines proposed for operation by 
it were, by the report, to be offered to the Brooklyn Company, This 
report was unanimously approved on June 21st by the Board of Estimate 
and Apportionment, including the Mayor, and the Companies, under the 
resolution of approval, were requested to file their acceptance or rejection 
of the terms proposed for each on or before June 28th. The Interborough 
Company’s reply was a declination and a withdrawal of its previous 
propositions. The Brooklyn Company’s reply was a_ general accept- 
ance. Once more the Joint Committee reported, suggesting some modifica- 
tions in terms for each Company and recommending the preparation of 
contracts for carrying out substantially the Brooklyn Company’s original 
proposition, conditioned, however, upon the Company’s assurance on or 
before July 6th that it would, if requested, operate additional lines which 
had been allotted to the Interborough Company but declined by that com- 
pany, and once more the Board of Estimate approved the Committee’s 
recommendations. The assurance required of the Brooklyn Company was 
again formally given. In the meanwhile negotiations had been resumed 
by the Joint Committee with the Interborough Company, but no agreement 
satisfactory to the Board having been reached, the Board, on July 21, 
1911, acting for the third time upon the recommendation of its special 
committee and the Public Service Commission, adopted resolutions reciting 
that it would “approve contracts to be prepared by the Public Service Com- 
mission under the general provisions of the Rapid Transit Act for the 
construction, equipment and operation of rapid transit railways along the 
lines now proposed for operation by the Brooklyn Rapid Transit Company 
—either through instrumentality of such new railroad company as may be 
organized for the purpose, or through its present agencies—and for the 
extension and third-tracking of the existing elevated lines of the Brooklyn 
Rapid Transit Company,” and requesting the Public Service Commission 
at the earliest practicable date to submit the necessary forms of contract. 
Thus, with great deliberation, and after the fullest opportunity for public 
discussion and for corporate co-operation, was the City’s policy of trans- 
ae enemy defined, and your Company’s relation thereto materially 

roadened. 


The Rapid Transit Act requires a certain procedure to be followed, in- 
cluding a public invitation for proposals, and these formalities are now to 
be undertaken by the Public Service Commission. Upon their completion, 
and upon the award, if made, in accordance with the declared policy and 
expressed sentiment of the two official bodies (the Board of Estimate and 
Apportionment and the Public Service Commission), your Company, through 
the instrumentality of a new corporation to be organized for that purpose, 
and with the co-operation of existing railroad companies, will be furnished 
with the necessary authority to undertake the execution of a much larger 
plan of transportation than it originally proposed—involving the expenditure 
of much additional money, and operation over a much wider territory. 
Your Company, through its new instrumentality, while procuring its dis- 
tribution line in Marhattan and the enlargements asked for in Brooklyn 
and Queens, will no longer be a local corporation, serving the people of 
two Boroughs, but a Greater New York corporation, serving the people of 
five Boroughs. The conditions which have brought about this situation 
have not been of our seeking, but the responsibility which it involves 
will not be evaded, ard the opportunity which it affords for public service 
will not be ignored. In the disinterested purpose and intelligent considera- 
tion which marked the precedent official conferences, and in the subsequent 
declaration of principles upon which the City’s representatives acted, a new 
chapter was written in the history of municipal transit and a new standard 
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of official conduct and performance was established. Your Directors con- 
ceive it to be their paramount duty to insure, so far as the obligation rests 
upon them, the complete and satisfactory carrying out of the City’s com- 
prehensive and far-sighted policy for a unified transportation system, 
capable of indefinite expansion, constructed and equipped in accordance 
with the most improved methods, and operated with the highest attainable 
efficiency ard for a single fare. The radical safeguards to be embodied in 
the proposed contract for the protection of the City’s interests make the 
terms severe, the rewards of successful operation are to be shared equally 
by the City ard the operator, and the privilege of recapture after ten years 
is a finarcial handicap to the operator—but so much does the proposed new 
system offer for the development and welfare of the City that it would be 
an extremely short-sighted policy for an existing transportation company, 
from motives of temporary expediency or profit, to refrain from co- 
operating for the accomplishment of these great results—in which, with the 
City and its people, the operator, so long as it fulfills its obligation faith- 
fully and rerders to the public the service called for, may be participant 
both as to pride and profit. 


Under the terms of the proposed contract the operator will be called 
upon to expend approximately $75,000,000 in construction and equipment. 
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This money your Directors have already arranged for. The plan of 
financing will be announced at the proper time. 


The system of transportation comprised in the proposed contract will 
traverse sections aggregating substantially nine-tenths of the area of 
Greater New York and will serve seven-tenths of the population. The only 
important section not covered is that which would be served by the con- 
struction of a rapid transit line on Seventh Avenue, from 42d Street south, 
passing the Pennsylvania Railroad Station. In the event that such a line 
should not be constructed and operated as a natural extension of the 
existing rapid transit railroad, it could be made a part of the new system 
with a northerly extension on the east side of Manhattan, which within a 
few years will probably be necessary for the relief of that growing popula- 
tion. It should be borne in mind, however, that without any extension 
on Seventh Avenue the lines already comprised in the new rapid transit 
system will bring within short distance of the Pennsylvania Station several 
millions of people of Greater New York whe cannot now reach it at all 
by rapid transit except with change of cars and for two fares. The train 
platforms in the Pennsylvania Station will be only 500 feet farther from 
the proposed Broadway subway than the train platforms in the new Grand 
Central Station will be from the present subway station at 42d Street. 


CONSOLIDATED BALANCE SHEET, JUNE 30, 1911. 


ASSETS. 
Cost oF Roap AND EQuiPMENT: 
Properties owned in whole or in part by 
Brooklyn Rapid Transit Company.... 
Construction, Expenditure, Constituent 
Companies, not yet funded 


$125,486,453.28 


465,455.23 


eee ewww eee 


$125,951,908.51 

Bonds of Brooklyn City Railroad Com- 
pany deposited with Trustee of Brook- 
lyn Rapid Transit Company Refunding 
Ws COE 65.5 26:65.6 6 eid S8 SHOR WEEE ORICO 
Advances to Leased Companies, account 
of additions and betterments to Leased 
MEMEO, "guccsGvaxee wens 51h wip lela ierers este aieratels 
Securities deposited with Trustee to 
guarantee performance of terms of 
Lease of Brooklyn City Railroad..... 
(Comprising $2,000,000 Brooklyn, 
Queens County & Suburban Railroad 
Co. 1st Mortgage 5% Bonds at 103%, 
$25,000 Brooklyn Rapid Transit 5% 
Bonds at par, $1,627,000 Brooklyn City 
Railroad Consolidated 5’s at 103%, 
$125,000 Brooklyn City Railroad Re- 
funding 4’s at par, and Cash $975)... ——-——-——— 


600,000.00 


11,233,083.38 


3,904,920.00 


$141,689,911.89 


MATERTATS AND SUPPLIBS 6c .o.0i65:<5:5-0 6:0 610 0 's-s-0500 4 st00 ee ees 1,012,607.83 
CuRRENT ASSETS: 


Accounts Receivable 
Investments 


$864,980.21 
177,164.20 
$1,518,058.84 


2,560,203.25 

In addition there are the fol- 
lowing Treasury Bonds and 
Stocks available for sale not 
included in Assets or Liabil- 
ities: 

Brooklyn Rapid Transit Com- 
pany—Capital Stock, par 
WENN! fine wan aan wien ewusas 

Bonds of Brooklyn Rapid 
Transit and Constituent 
Companies, par value...... 


$146,228 


16,016,500 


$16,162,728 

SrecraL Deposits OF SECURITIES AND CasH: 
Insurance. Reserve Investments........ 
Cash deposited to guarantee performance 
REINS be nargic'< sane Wao wasn i3 ele oe raiets 


$216,155,82 


500.00 
216,655.82 


Prepaip AccouNTS 110,181.74 


$145,589,560.53 


PRICE, WATERHOUSE & CO., CHARTERED ACCOUNTANTS, 


54 William Street, New York City, 
August 26, 1911. 

We have examined the books and accounts of the Brooklyn Rapid Transit 
Company and constituent Companies for the year ending June 30, 1911, 
and certify that in our opinion the above Balance Sheet is properly drawn 
up so as to show the true financial position of the Company and its 
constituent Companies at that date, and that the Income Account for the 
year as shown herewith is correct. : Ce : 

(Signed) Price, WaterHouse & Co., 
hartered Accountants. 


CONSOLIDATED BALANCE SHEET, JUNE 30, 1911. 


LIABILITIES. 
CAPITAL STOCK: 


Brooklyn Rapid Transit Company— 

Capital Sigel oo... cases $45,000,000.00 

Less—In Treasury...... 146,228.00 
$44,853,772.00 

Constituent Companies— 
Shares not owned by the Brooklyn 

Rapid Transit Company............ 842,608.98 
$45,696,380.98 


Funpep Dest: 
Issued: 


Brooklyn Rapid Transit Company.... $56,717,000.00 
The Brooklyn Heights Railroad Com- 

pany 
The Nassau Electric Railroad Company 
Brooklyn, Queens County & Suburban 


250,000.00 
15,000,040.00 


Ratlroad "Company ..socciececcess 6,624,000.00 
Brooklyn Union Elevated Railroad Co. 23,000,000.00 
Sea Beach Railway Company......... 650,000.00 


$102,241,040.00 
Less—In Treasury or 
pledged as collateral.... $16,016,500 
Deposited with Trustees of 


PROUEEEOE. Sc hee ectnces 1,809,000 
———————._ 17,825,500.00 
etic 84,415,540.00 
TREAT) PD RPACR DROUNGAG Ee 6 ecrd cae cisieeci da vnaendes easels oes 150,000.00 
Current LIABILITIES: 
Bills Payable (secured by deposit of 
Brooklyn Rapid Transit Company Re- 
CURES: ONES) 66 siccecssiccc cccaiecs $5,100,000.00 
POCOUEIG “PANN 8S bo dacnwwsedaceluss 1,640,361.94 
POR DON 5 555 ice ai es owt oc a Sere aac wiae 1,855,289.37 
Interest accrued on Funded Debt...... 615,469.03 
Interest and Rentals accrued.......... 59,925.58 
—-— 9,271,045.92 
RESERVES: 
FPPAUEGMGE TRAOINO <5:66.edicicce cre cacnceaas $267,584.09 
Accrued Amortization of Capital....... 361,615.00 
_——_ 629,199.09 
ROSARIO a eles CMa e an we aiaealand eaten ees 5,427,394.54 


$145,589,560.53 
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ILLINOIS CENTRAL RAILROAD COMPANY. 


REPORT OF THE BOARD OF DIRECTORS. 


To the Stockholders of the Illinois Central Railroad Company: : 
The Board of Directors herewith submit report covering the operations 
and the affairs of the Company for the year ended June 30, 1911. 


The number of miles of railroad operated on June 30, 1910, was.. 4,550.54 
On July 1, 1910, there was transferred from “Mileage of road 
leased to other companies” to “Mileage of road operated,” the 
line Riverside Jct., Ill., to Harlem, Ill 2A 
There was added on January 17, 1911, the +My formerly oper- 
ated as the Brookhaven & Pearl River R. R., from Brookhaven, 
Miss., to Monticello, 
The number of miles in operation on June 30, 1911, was 
The average number of miles operated during the year was 


INCOME. 


The following income account for the year is stated_in accordance with 
the Company’s returns to the Interstate Commerce Commission and for 
comparative purposes the account for the preceding year is re-stated. 


4,563.27 


Increase+ 
1910. Decrease— 


4,550.54 + 12.73 
$40,682,197.38 $38,777,758.45 +$1,904,438.93 


3,132,190.02  3,093,636.52 + 38,553.50 
12,925,004.44 11,881,013.64 + 1,043,990.80 
sridge tolls and miscellaneous 


passenger 263,226.04 198,876.09 +- 64,349.95 
Mail 939,005.88 940,118.90 — 1,113.02 
Express 1,524,416.15 1,540,218.94 — 15,802.79 
Other passenger train 424,431.76 403,506.53 + 20,925.23 
Other transportation 672,218.13 658,122.97 + 14,095.16 


Revenue from operations other 
than transportation. ...... 414,341.69 391,469.05 + 22,872.64 
60,977,031.49 57,884,721.09 + 3,092,310.40 


1911. 
Average Miles operated during 
year 
Operating revenues: 
Freight 
3ridge tolls and miscellaneous 
freight 
Passenger 


4,563.27 





Total operating revenues.. 


Operating expenses: 

Maintenance’ of 
structures 7,523,295.47 
Maintenance of equipment.. 12,317,364.33 
Traffic expenses 1,334,163.08 
Transportation expenses .... 21,333,834.75 
General expenses 1,347,570.50 


43,856,228.13 
17,120,803.36 


7,607,891.43 — 84,595.96 
13,502,249.72 — 1,184,885.39 
1,246,381.57 + 87,781.51 
19,734,910.53 1,598,924.22 
1,229,297.14 118,273.36 





43,320,730.39 
14,563,990.70 


Total operating expenses. . 


535,497.74 
Net operating revenue.... 


2,556,812.66 


Outside operations: 
Revenues 
Expenses 


471,491.13 
527,955.37 


outside 


462,254.04 
496,672.27 


9,237.09 
31,283.10 


++ +4144 





Net deficit 

operations 

Total net revenue 
Taxes accrued 


from 
56,464.24 34,418.23 
17,064,339.12 14,529,572.47 
2,671,290.22 2,524,898.68 146,391.54 


14,393,048.90 12,004,673.79 2,388,375.11 
5,284,608.85 + 1,457,829.65 


6,742,438.50 
17,289,282.64 +- 3,846,204.76 
9,456,084.46 + 364,059.02 


7,833,198.18 + 3,482,145.74 


22,046.01 
2,534,766.65 





+ | +++ 


Operating income 
Other income 





Gross corporate income... 21,135,487.40 
Deductions from gross corporate 
income 9,820,143.48 


Net corporate income 11,315,343.92 
Disposition of net 
income: 
Dividends on capital stock. 
Appropriated for additions and 
betterments 
Balance transferred to credit 
of profit and loss 


corporate 


7,650,720.00  7,650,720.00 


164,847.23 eT eae a 
3,499,776.69 


REVENUE. 


Che business during the year has continued satisfactory, and while the 
revenues for the preceding year were the largest in the Company’s history 
up to that time, the revenues for the current year show substantial in- 
creases in practically all departments, the total operating revenues for the 
current year being $60,977,031.49 compared with $57,884,721.09, an increase 
of $3,092,310.40 or 5.34 per cent. 

Revenue from the transportation of freight increased $1,904,438.93 or 4.91 
per cent. The tons of revenue freight carried decreased from 27,588,277 
tons to 27,489,564 tons. Table No. 13 shows the various commodities 
transported. 

Revenue from the transportation of passengers increased $1,043,990.80 
or 8.79 per cent. The increase in passenger traffic was general over the 
entire system, but the percentage of increase was somewhat greater on 
the Southern Lines than on the other portions of the system. 

Table No. 12 furnishes general details of the freight and passenger 


traffic. 
EXPENSES. 


The operating expenses fer the year were $43,856,228.13 compared with 
$43,320,730.39 for the preceding year, an increase of $535,497.74 or 1.24 


per cent. 
MAINTENANCE OF WAY AND STRUCTURES. 


Maintenance of way and structures expenses decreased $84,595.96 or 1.11 
per cent. 

Substantial increases in wages were granted to section laborers on the 
Northern and Western Lines and on a portion of the Southern Lines; 
alse to Section Foremen, Bridge and Building Foremen and Water Works 
Foremen over the entire System. 

[he following important renewais were made, the entire cost of which 
was charged to Operating Expenses. 

The total number of cross ties renewed was 1,837,736, equal to 588.41 
miles of continuous track, and to 11.76 per cent. of all ties in track in- 
cluding sidings. 

1.7 miles of track were relaid with new steel rail replacing rail of the 
same weight. 

3,000 lineal feet of timber and pile bridges were rebuilt or replaced by 
embankments. 


164,847.23 
182,478.18 + 3,317,298.51 


1,732 lineal feet of iron pipe culverts were put in. ; a 

Thirty miles of road bed were widened preparatory to ballasting. 505 
— mj ballasted track wefe repaired or renewed to restore to original 
standard. 

Reference is made to information shown under the head of “Physical 
Changes” on page 10 of this report for work charged wholly to “Addi- 
tions and Betterments” as well as work involving both ‘Renewals’ and 
“Additions and Betterments.” 


MAINTENANCE OF EQUIPMENT. 

The expenditures for maintenance of equipment decreased $1,184,885.39 
or 8.78 per cent. 

Charges for depreciation of equipment amounted to $1,572,107.45, com- 
pared with $393,339.08 for the previous year, an increase of $1,178,768.37. 

340 locomotives received genera] repairs compared with 297 last year, 
and 335 locomotives received thorough repairs compared with 356 last 
year. 
” The average mileage per serviceable engine for the year was 34,145. 

371 passenger train cars received general repairs compared with 374 .last 
year, and 124 cars received thorough repairs compared with 111 last year. 

54,466 freight cars received medium repairs compared with 53,576 last 
year, and 30,435 cars received heavy repairs compared with 36,574 last 
ear. ; ” 
° The average age of locomotives was 14.22 years compared with 13.87 
years for the last year; of revenue freight cars 9.20 years compared with 
8.44 years last year; of passenger train cars 19.2 years compared with 


19.4 last year. 
TRAFFIC EXPENSES. 


Traffic expenses increased $87,781.51 or 7.94 per cent. ' 

A new commercial agency at Minneapolis, Minn., and a freight and pas- 
senger agency at Sacramento, Cal., Were established. ’ 

Additional contracting and soliciting forces were added to the agencies 
at New York. N. Y., Boston, Mass., Pittsburg, Pa., Evansville, Ind., and 
Portland, Ore. An Assistant Industrial and Immigration Commissioner 
was added to the traveling representation in the South. 


TRANSPORTATION EXPENSES. 

Transportation expenses increased $1,598,924.22 or 8.10 per cent. 

The revenue freight train miles increased 468,490 miles or 2.65 per cent. 

The tons of all freight carried increased 753,329 or 2.28 per cent, and 
the tons of all freight carried one mile increased 248,092,657 or 3.18 per 
cent. 

The revenue passenger train miles increased 162,324 miles or 1.28 per 
cent. 

The number of revenue passengers increased 1,556,995 or 6.17 per cent. 
and the revenue passengers carried one mile increased 49,173,299 or 7.56 
per cent. i . 

From time to time during the fiscal year substantial increases were 
granted in the rates of pay of engineers, firemen, conductors, brakemen, 
flagmen, baggagemen, switchmen, roundhousemen, telegraph operators and 
a number of other employes engaged in the transportation department. _ 

As a result of the labor difficulties during the spring and summer of 
1910, the wages cf coal miners were increased and this resulted in a sub- 
stantial increase in the price per ton paid by the Company for its fuel 


supply. 
GENERAL EXPENSES. 
General expenses increased $118,273.36 or 9.62 per cent. 


TAXES. 


There was an increase of $146,391.54 or 5.80 per cent in taxes. 
‘There was a substantial increase in the Federal Excise tax, in the Charter 
tax in Illinois and in the taxes in several other states through which the 


road is operated. 
FINANCIAL. 


The general balance sheet Table No. 4 showing the financial condition of 
the Company at the close of the fiscal year is in the form prescribed by 
the Interstate Commerce Commission. For the purpose of comparison, the 
figures for the fiscal year 1910 have been re-stated in the same form. 


CAPITAL STOCK AND FUNDED DEBT. 


There was no charge in the capital stock during the year. 

$71,000.00 Belleville & Eldorado R. R. Co. 7% Bonds matured July 
ist, 1910, and were redeemed. Upon the Company depositing these bonds 
with the Trustee of the St. Louis Division 34% Mortgage of 1951, it be- 
came entitled to issue $78,000.00 of bonds secured under that mortgage. 

On January 26th, the $2,662,000.00 of Purchased Lines 3%% Bonds 
of 1952 which were held in the treasury and the $78,000.00 of St. Louis 
Division 3146 Bonds of 1951 were exchanged for $2,740,000.00 of Gold 
Refunding 4% Bonds of 1955 in accordance with the terms of section 
three of article two of the Refunding mortgage. | 

The railroad property known as the Indianapolis Southern_ Railroad was 
sold under foreclosure to the Illinois Central Railroad Company, and 
early in the calendar year 1911 this Company mortgaged to the trustee 
of the Refunding mortgage by a supplemental indenture, the property ‘thus 
acquired. In accordance with section two of article two of the Refund- 
ing mortgage, the Company issued during the month of June $8,200.000.00 of 
the $10,000,000.00 of bonds authorized to be issued. The $8,200,000.00 
of bonds so issued, in addition to the $2,740,000.00 of Gold Refunding 
bonds above referred to, were sold and the proceeds are reflected in thie 
cash accourt. 

$2,000,000.00 of the First Lien Equipment Fours were delivered to tlic 
trustee and cancelled in accordance with the provisions of the indenture. 


SECURITIES OWNED. 


In order to simplify the accounts, certain bonds of the subsidiary com- 
panies have been returned to the respective companies and the valuation at 
which the said bonds were carried on the books of this Company is now 
shown under the caption “Capital Advances”, Table No. 6. : 

The accounts of the trustees of the Louisville, New Orleans & Texas 
Railway Company Land Grant Income Mortgage of 1934 have been closed 
and $3,446,723.10 of bonds owned by your Company and pledged as partial 
security under the Illinois Central Railroad Company’s Fours of 53 
have been surrendered and cancelled. ma & : ? 

$325,345.11 of bonds and scrip of the Yazoo & Mississippi Valley Rai 
road Company Gold Improvement Fours of 1934 were received in paym:’ 
for amounts advanced by your Company for construction. 


INSURANCE AND OTHER FUNDS. 


The Surplus Dividend Fund which at the close of the last fiscal y 
amounted to $1,509,336.92, has been closed and the amount credited 
“Profit and Loss’’. : 

The Insurance Fund was augmented during the year by charges 


operating expenses; and other changes have been made as follows: 
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Year Ending Year Ending 
June 30, 1911. June 30, 1910. 


Amount at credit of fund July Ist............ $2,036,464.51 $2,009,655.15 
Added through monthly charges to operating 

eg ee ee ara ame arty tore ee ae 60,000.00 60,000.00 
Collected from lessees account of insurance... 5,189.02 6,121.01 
Interest received on investments of the fund.. 81,320.00 84,160.00 
Fire losses collected: .......ccccccccccccceces 309.02 197,710.10 





$2,183,282.55 $2,357,646.26 











PO SE rec'd 2aalds avin auslaine ease ews - $80,486.04 $287,450.66 
Premiums paid for reinsurance............... 35,094.93 33,731.09 

$115,580.97 $321,181.75 
Amount at credit of fund June 30th.......... $2,067,701.58 $2,036,464.51 


The trustees of the various sinking funds have reported holdings as of 
June 30th, 1911, as follows: 

Cairo Bridge Contingent Fund, $504,180.00, a decrease of $570.11. 

Cairo Bridge Sinking Fund, Fong Me an increase of $24,865.40. 
rer) Fund for estern Lines Bonds, $1,040,530.76, an increase of 
9a Fund for Omaha Division Bonds, $128,644.47, an increase of 

The additions during the year to the several sinking funds amounted to 
$124,137.59. 

ADDITIONS AND BETTERMENTS. 


_There were expended during the year for Additions and Betterments 
(including improvements on subsidiary properties) $3,581,668.06. The fol- 
lowing is a classified statement of these expenditures: 


Additions and Additions 
Betterments Additions and 
paid for from and Betterments 


Proceeds of Betterments Represented 
General Appropriated by Advances 


Refunding out of to 
Mortgage Year’s Subsidiary 
Bonds. Income. Lines. 

Right of way and station grounds.. $62,284.77 $70,955.03 $25,490.43 
ee | Kw waswaaus $55,054.67 Cri: Z,62500 = .niivsceds 
Widening cuts and fills........... si@acweas cease wits 33,759.64 
Protection of banks and drainage.. * 2,968.31 20,905.99 
Grade reductions and changes of line, .......... gis: casecetdare 5,822.75 
Bridges, trestles and culverts....... 195,243.63 8,653.47 270,912.87 
Increased weight of rail...... weet 55,729.21 5,626.66 52,398.48 
Improved frogs and switches...... 2,670.76 siawael puts 
Track fastenings and appurtenances - 1,149.89 ages aroma 
i ee eee HeeweWensis  awieseaneus 59,942.52 
Additional main tracks..... eee 98,335.78 Settseeens  eaQpasoue 
Sidings and spur tracks.......... 99,988.10 4,871.98 113,262.66 
Fencing right of way..... paves 282.52 60.07 661.54 
Improvement of crossings under 

OF VOT BTERE. oncasacdivsiesics 2,342.42 Savas wwe 889.43 
Elimination of grade crossings.... 144,832.89 Cr. 15,846.89 3,453.28 
Interlocking apparatus .......... 6,715.22 Cr. 1,948.70 3,861.39 
Block and other signal apparatus... 3,027.25 185.59 159.60 
Telegraph and telephone lines.... 2,751.74 Se seimolnanes 14,349.60 
Station buildings and fixtures..... 56,528.47 100,984.86 60,401.12 
Shops, enginehouses and turntables 35,809.72 7,455.43 51,530.85 
Shop machinery and tools......... 9,049.75 511.49 7,717.63 
Water and fuel stations........... 1,482.36 Cr. 14,985.81 25,812.20 
Grain elevators and storage ware- 

BOMBED “ok aciaces PNA paseeuains 468.91 Seeersteciare 1,447.72 
Dock and wharf property......... de Saae omieie sia euteleene 136.79 
Electric light and power plants.:.. .......... Sta etmareeies 466.90 
EQUIPMENT: 

Steam locomotives ............. 947,016.80 120,155.80 Caer axie 

Passenger train cars........... 325,736.62 SOG ISES. ‘sinsaeisiens 

Freight train cars..... BG awee 24,661.47 Cr.304,925.06 ........ 

Work equipment .............. 610.68 Cr. 58,293.21 

Floating equipment ........... 1,600.00 Cr. 5,000.00 


Other additions and betterments... 10,937.33 Cr. 1,744.27 5,118.03 





$2,448.079.27 $164,847.23 $968,741.56 


The following shows the amount advanced during the year to each of 
the subsidiary lines, these amounts being included in ‘‘Capital Advances” 
shown in Table No. 6 of this report: 


Chicego: St. Louis & New Orleans BR. Ricks cccikswdeccvcccees $657,595.22 
Canton, Aberdeen & Nashville R. R.....ccccccccccccccvcccce 2,472.38 
SOMPR CCHECARO: Bis ERGs. 6-6:6.6.0i0606.6.0 5454 ole we be ort ee eee 1,657.10 
SUSI PRES En 4 65.55 bon 05 6.4 5: Re owe vrekee ahaie con iae 1,472.73 
Deieee se OUR CMY Re Boies cose viv cics as sinciwile's ve dissiecisb 176,541.90 
Kensington gg OS Sas ee ee REA Wa aa diapaie et 35,718.31 
Mississippi & Alabama R. R.......cccccecccccce wiateleutetatateetss 8,309.09 
Adamemaa Western. Re Reo iiiccccecs cee useseunes ee re ere 84,974.83 

$968,741.56 


PHYSICAL CHANGES. 


_ The physical condition of the Company’s road and equipment has mate- 
rially improved during the year. The following covers the principal physical 
improvements, the cost of which was wholly or partially charged to ‘“‘Addi- 
tions and Betterments” : , 
Roapway AND STRUCTURES: 

There were 128.46 miles of track relaid with 90 lb. new steel rail, .21 
mile with 85 Ib. new steel rail and 38.61 miles with 75 Ib. new steel rail, 
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making a total of 167.28 miles of track relaid with new steel rail. Dur- 
ing the same period 12.22 miles of track were relaid with second hand rail 
replacing rail of lighter pattern. The total mileage of track relaid with 
new and second hand steel rail was 179.50. 

Eighty-five new industrial tracks aggregating 7.74 miles in length were 
added after deducting industrial tracks which were taken up. 

Sixty-three new Company sidings aggregating 8.05 miles in length were 
added after deducting the tracks taken up and those converted into second 
main tracks. 

Eighty-one miles of F gptoner ballasted track were reballasted and brought 
up to present standard, washed gravel being used for this purpose. This 
work involved the widening of a like mileage of embankment preparatory 
to placing the ballast. 

n October 10th, 1910, 1.96 miles of Company’s sidings were put into 
+ aa as second main track between Jackson, Tenn., and Frogmoor, 
enn. 

Second main track was completed and opened for operation on July 6th, 
1911, between Curve and Division, Tenn., a_distance of 1.3 miles, and 
second main track between Ponchatoula and Orleans Junction, La., a dis- 
tance of 36.04 miles, is in course of construction and about 63% com- 
pleted. It is expected the track will be opened for operation about Oc- 
tober 15th, 1911. Second main track between Hawthorne and Parkway, 
Ill., a distance of 4 miles is also under construction and about 70% com- 
pleted. It is expected this track will be opened for operation about Oc- 
tober Ist, 1911. 

The work of constructing third and fourth main tracks between Blue 
Island Junction and Matteson, IIl., a distance of 13.1 miles, involving 26.2 
miles of continuous track, is now under way, the work having been started 
a short time before the close of the fiscal year. It is expected that these 
tracks will be ready for service about November Ist, 1911. 

The Company has in process of installation electric block signals for 
the track between Orleans Junction and New Orleans, La., a distance of 
approximately twelve miles, which when completed will protect about 
twenty-four miles of track. This with the trackage previously equipped 
makes a total of 581.30 miles of protected track. There is also in progress 
the work of making necessary changes in the old signal arrangements be- 
tween Blue Island Junction and Matteson, IIl., a distance of 13.26 miles, 
which when completed will afford protection for the new third and fourth 
tracks now being constructed between these points as well as for the present 
two main tracks. 

A combined freight station, office building and. warehouse of brick and 
reinforced construction and the yard facilities in connection therewith, at 
New Orleans, La., were completed. 

Depots were rebuilt or enlarged.as follows: Passenger depots at 
Murphysboro, IIl., Crystal Springs aid Louisville, Ky., and. Jackson, Tenn.; 
freight depots at Murphysboro, Ill., Henderson, Ky., Waterloo and Sioux 
City, Iowa; combination stations at Marissa and Galton, IIl., Cerulean, 
Gracey, Otter Pond, Graham and Whitesville, Ky. Umbrella sheds were 
erected at Jackson, Tenn. ; : 

A new coaling plant was erected at Manchester, Iowa, to replace one 
destroyed by fire. 

new water station. was installed at La Branch, La., with a water tank 
of 100,000 gal. capacity. Two additional tanks were erected at Chicago of 
20,000 gal. and 25,000 gal. capacity respectively. At Shandy, Tenn., a 
new 100,000 gal. tank was erected, replacing a worn out tank of 50,000 
gal. capacity. At Independence, Iowa, a new 100,000 gal. tank was erected 
replacing a worn out tank of 40,000 gal. capacity. 

Sheds for the protection of car repairers were erected at Mounds, III, 
Memphis, Tenn., Nonconnah, Tenn., McComb, Miss., and Harahan, La. 

New eighty-five ft. turntables were installed at Paducah, Ky., and Mc- 
Comb, “Miss., replacing sixty-six ft. tables. 

3,693 lineal feet of permanent bridges and trestles were constructed re- 
placing timber and pile bridges and trestles and embankment. 

722 lineal feet of permanent bridges and trestles were rebuilt or replaced 
by embankments. 

34,792 lineal feet of timber and pile bridges and trestles were rebuilt or 
replaced by embankment. 

1,003 lineal feet of permanent stone culverts were put in. 

EQuIPMENT: 

Fifty-one locomotives were added during the year and two were sold or 
destroyed, an increase of forty-nine locomotives with an increase of 914.6 
tons in tractive efficiency. 

Fifty-three passenger train cars were added during the year and three 
cars were vacated or transferred to other service, an increase of fifty 
cars. 

Two hundred and twenty-four freight-train cars were added during the 
year and 1,879 were sold, destroyed or transferred to work service, a de- 
crease of 1,655 cars. The cars retired from freight service were old and 
of light capacity. The average capacity of cars owned at the close of the 
year was 38.74 tons compared with 38.39 tons for last year, and the total 
capacity of cars was 2,232,905 tons compared with 2,277,831 tons for last 
year. 


GENERAL REMARKS. 


In furtherance of the plan of consolidating the Company’s various lines 
of railroad, the Indianapolis Southern Railroad, all the capital stock of 
which has been owned by your Company for a considerable time, but which 
road has been operated independently, was sold under foreclosure on May 
5th, 1911, and was purchased by your Company. ; ' 

Commencing July Ist, 1911, the Indianapolis Southern Railroad will be 
operated as a part of the Indiana Division of the railroad of your Com- 
any. 
¥ The railroad extending from Brookhaven to Nola, Miss.,“leased to the 
Pearl River Lumber Co., and an extension to Monticello, Miss., con- 
structed by the latter company, operated independently under the name 
of the Brookhaven & Pearl River Railroad, were taken over and the exten- 
sion purchased by the Mississippi Valley Company in accordance with an 
agreement dated June 11th, 1904, made at the time of the construction of 
the extension. On January 17th, 1911, your Company began the operation 
of its trains over the line under a trackage agreement. 

On July 3rd the new freight station and facilities located. at New Orleans 
La., which have been in the course of construction for several years an 
to which reference has heretofore been made in the annual reports of your 
Company, were opened for operation. es 

Work in connection with the enlargement of the yards and facilities at 
Centralia, Ill.. was begun on July Ist, 1911, and at Champaign, IIl., on 
August Ist, 1911. It is expected that the important additions under way 
at these points will furnish much needed yard facilities and result in a 
more punctual handling of traffic. 

Under the Pension System, there are carried on the rolls 364 employes 
to whom payments aggregating $82,598.93 were made during the fiscal 
vear. 

“ The Board takes pleasure in acknowledging the fidelity, efficiency and 
splendid team work displayed by the officers and employes in the dis- 
charge of their duties during the past year. 

By order of the Board of Directors. , 
Cc. H. MARKHAM, 

President. 
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FIFTY-SEVENTH ANNUAL REPORT OF THE LEHIGH VALLEY RAILROAD COMPANY. 


PHILADELPHIA, September 20, 1911. 
To the Stockholders of the 
Lenicn VALLEY RaILroap ComMPANy: 
The Board of Directors herewith submit the annual report of the busi- 
ness and condition of your Company for the fiscal year ended June 30, 


1911. 
MILEAGE. 


The first track mileage owned or controlled and operated by the Lehigh 
Valley Railroad Company, the main line of which is double track, extend- 
ing from Jersey City, N. J., to Buffalo and Suspension Bridge, N. Y., is 
as follows:— 


Miles. 
300.93 
937.44 
115.37 

27.04 


1,380.78 
48.91 


Lehigh Valley Railroad Company 

Controlled by ownership of entire capital stock 

Controlled by ownership of majority of capital stock and lease... 
Operated under lease 


Total mileage operated (owned or controlled) 
Trackage rights over railroads owned by other companies........ 


Total first track mileage 


In addition to the above, there are 597.11 miles, or 41.76 per cent., of 
second track, 67.60 miles of third track, 33.32 miles of fourth track and 
1,143.45 miles of yard tracks and sidings, a total of 3,271.17 miles of track 
in operation at the close of the year. The average number of miles of 
railway operated for the year, and upon which the mileage statistics in 
certain tables submitted in this report are based, was 1,432.29. 

The decrease of 3.33 miles of first track is due principally to changes 
in the alignment and the abandonment of certain branches in the anthra- 
cite coal region. The increase in third and fourth track mileage is occa- 
sioned by the construction of additional tracks more specifically mentioned 
hereinafter. 


OPERATING REVENUES AND EXPENSES. 


The statement following sets forth the gross revenues and expenses and 
net revenue from the operation of the entire system for the fiscal year, 
not including other income, compared with similar figures for the fiscal 
year 1910. Tne complete income account appears herewith. 


Gross OPERATING REVENUES. 
Increase 
or Decrease. 
$1,333,736.53 
—70,508.07 

237,857.30 
—3,099.67 
—8,617.87 

4,552.14 
26,084.46 


$1,520,004.82 


From 1911. 1910. 

Coal freight $17,155,534.15 $15,821,797.62 
Merchandise freight 14,687,291.27 14,757,799.34 
Passenger 4,568,029.75 4,330,172.45 
Mail 190,760.08 193,859.75 

453,819.83 462,437.70 
Other transportation 360,717.36 356,165.22 
Miscellaneous 271,250.55 245,166.09 


Total operating revenues. $37,687,402.99 $36,167,398.17 





OPERATING EXPENSES. 
1911. 


$3,620,176.26 
6,003,286.95 


11,979,278.24 
793,901.50 


Increase 
or Decrease. 


$157,272.85 
7,476.86 


1910. 


$3,462,903.41 
5,995,810.09 
918,720.11 91,955.30 
10,593,565.10  1,385,713.14 
713,148.52 80,752.98 


$21,684,147.23 $1,723,171.13 
$14,483,250.94 —$203,166.31 


Maintenance of way and struc- 
tures 

Maintenance of equipment.... 

Traffic expenses 

Transportation expenses 

General expenses 





Total operating expenses. $23,407,318.36 
$14,280,084.63 





Net Operating REVENUE 





Ratio of operating expenses to 
operating revenues 62.11% 59.95% 
OPERATING REVENUES. 
Coat FREIGHT. 


The transportation of coal, including coke, produced a revenue of 
$17,155,534.15, an increase of $1,333,736.53, or 8.43 per cent., as compared 
with the preceding year. This increase is general in both anthracite and 
bituminous coal. 

The percentage of coal freight revenue to total operating revenue was 
45.52 per cent., an increase of 1.77 per cent. 

Excluding the Company’s supply coal, 15,589,750 tons of coal and coke 
were transported, an increase of 1,555,354 tons, or 11.08 per cent. 

The number of tons moved one mile was 2,369,540,329, an increase of 
204,412,554, or 9.44 per cent. 

The average haul decreased from 154.27 to 151.99 miles, a decrease of 
2.28 miles, or 1.48 per cent. 

The tonnage of this class of revenue was 54.68 per cent. of the total 
tonnage hauled during the year, an increase of 3.05 per cent. 


2.16% 


MERCHANDISE FREIGHT. 


The revenue derived: from the transportation of merchandise freight 
amounted to $14,687,291.27, a decrease of $70,508.07, or .48 per cent., as 
compared with the preceding year. 

The percentage of revenue derived from the transportation of mer- 
chandise freight compared with the total operating revenue was 38.97 per 
cent., a decrease of 1.83 per cent. 

The tonnage moved, excluding Company’s material, was 12,922,562 tons, 
a decrease of 224,579 tons, or 1.71 per cent. 

The number of tons carried one mile was 2,514,665,868, a decrease of 
56,764,321 ton miles, or 2.21 per cent. 

The average haul decreased from 195.59 to 194.59 miles, a decrease of 
1.00 mile, or .51 per cent. 


GENERAL FREIGHT. 

The total revenue from both coal and merchandise freight was $31,842,- 
825.42, an increase of $1,263,228.46, or 4.13 per cent., as compared with 
the preceding twelve months. 

The entire freight traffic amounted to 28,512,312 tons, an increase of 
1,330,775 tons, or 4.90 per cent. 

The number of tons carried one mile was 4,884,206.197, an increase of 
147,648,233 ton miles, or 3.12 per cent. 

The average haul was 171.30 miles, a decrease of 2.96 miles, or 1.70 
per cent. 

The average revenué per ton was 111.68 cents, as compared with 112.50 
cents last year, a decrease of .82 cent, or .73 per cent. 


Company’s freight, not included in the above, amounted to 2,996,612 tons, 
an increase of 278,555 tons, or 10.25 per cent. 

The total freight train mileage was 8,975,970 miles, an increase of 
242,706 miles, or 2.78 per cent. ? 

Revenue received per freight train mile was $3.55, as compared with 
$3.50, being an increase of $0.05, or 1.43 per cent. : 

The average trainload of revenue freight was 544.14 tons, an increase 
of 1.78 tons, or .33 per cent. Including Company’s freight, the average 
trainload was 564.44 tons, as against 561.51 last year, an increase of 2.93 
tons, or .52 per cent. 

PASSENGER. 

The receipts from passenger traffic amounted to $4,568,029.75, an increase 
of $237,857.30, or 5.49 per cent., over the preceding year. 

The total number of passengers carried was 5,359,754, an increase of 
186,793, or 3.61 per cent. 

The number of passengers carried one mile increased 10,365,847, or 
4.19 per cent. 

The average revenue per passenger was 85.23 cents, an increase of 1.52 
cents, or 1.82 per cent. : 

The average revenue per passenger per mile was 1.771 cents, an increase 
of .022 cent, or 1.26 per cent. : 

The average distance traveled by each passenger was 48.13 miles, an 
increase of .27 mile, or .56 per cent. 7 

Passenger train mileage was 4,448,049, an increase of 297,191 miles, 
or 7.16 per cent., as compared with an increase in this traffic of 5.49 
per_ cent. ; . 

The average revenue from passengers per passenger train mile was 
102.70 cents, a decrease of 1.62 cents, or 1.55 per cent. 


Matt. 


The compensation received from the Federal Government for the trans- 
portation of United States mails was $190,760.08, a decrease of $3,099.67. 


Express. 

The revenue from this class of business amounted to $453,819.83, a 

decrease of $8,617.87. 
OTHER TRANSPORTATION. 

The earnings derived from transportation other than that shown under 

the preceding headings were $360,717.36, an increase of $4,552.14. 
MISCELLANEOUS. 
Miscellaneous revenue amounted to $271,250.55, an increase of $26,084.46. 


OPERATING EXPENSES. 
MAINTENANCE OF Way. 


The expenditures for maintenance of way and structures amounted to 
$3,620,176.26, an increase of $157,272.85, or 4.54 per cent., as compared 
with the preceding twelve months. The policy of making ample expendi- 
tures for the maintenance of the property has been continued throughout 
the year. 

Three new steel bridges and one new concrete-steel bridge were built 
in connection with additional track construction. Sixteen new steel bridges 
and four concrete-steel bridges were placed in the track, replacing light 
iron or wooden bridges. Ten small bridges were replaced by culverts 
and nine bridges abandoned and the openings filled. One wooden highway 
bridge was replaced by a new solid floor steel bridge and one steel highway 
bridge was renewed. 

663 tons of 110-pound rail, 3.024 tons of 100-pound rail and 14,042 tons 
of 90-pound rail, together with necessary frogs, switches, etc., were placed 
in the track. 

975,963 tie plates were used. 

555,038 cross ties, 2,150,111 feet B. M. switch ties, 886,562 B. M. bridge 
ties and lumber amounting to 4,682,410 feet B. M. were used. 

222,658 of the cross ties, 332,929 feet B. M. of switch ties and 158,210 
feet B. M. of bridge ties used were treated with creosote. 

104,840 cubic yards of crushed stone were used in ballasting track. 

61,249 feet of drain tile were placed in the roadbed. 

6.03 miles of new telegraph and telephone pole line were erected, 75.83 
miles rebuilt and 57.50 miles reset. 980.84 miles of copper and 47.98 miles 
of iron wire were used in extending and renewing the telephone, telegraph 
and signal wires on the system. 


MAINTENANCE OF EQUIPMENT. 


The total expenses for the maintenance of- equipment during the year 
amounted to $6,003,286.95, an increase of $7,476.86, or .12 per cent., over 
the previous year. Included in the expenses is a charge of $1,072,770.81 
for depreciation of equipment, as called for in the classification of accounts 
prescribed by the Interstate Commerce Commission. 

The new equipment added to your property during the year consists of 
ten passenger locomotives, fifteen freight locomotives, five switching loco- 
motives, forty-two steel passenger coaches, fifteen steel underframe milk 
cars, fifteen steel grading cars, three spreader cars, two caboose cars, six 
locomotive cranes and one snow plow. Orders have also been placed for 
twenty additional switching locomotives, ten freight locomotives, sixteen 
steel passenger coaches, two steel buffet-library cars, twenty-five steel 
baggage cars, three steel postal cars and one steam derrick car. 

Sixteen passenger coaches and one combination car were converted into 
workmen’s cars and three freight equipment cars were transferred to 
road service. 

One dining car, one milk car and two caboose cars were rebuilt. 

Seventeen worn-out locomotives, one passenger coach, one express car, 
176 freight equipment cars, and four road service cars were condemned 
and destroyed during the year and their value written off the books by 
an appropriate charge through Operating Expenses. One business car 
was sold. 

628 locomotives received heavy and general repairs. 

Fifty-four passenger equipment cars received heavy repairs, 341 were 
painted and varnished, and two were equipped with wide vestibules and 
steel platforms. Three library cars were remodeled. 

Steel underframes were applied to 1,661 wooden freight cars, making a 
total of 5,193 so equipped during the last three years. 22,362 freight equip- 
ment cars received heavy repairs. 

The total number of locomotives on hand at the close of the year was 
887 with a tractive power of 24,916,295 pounds. , 

The total number of. freight equipment cars was 43,983 with a capacity 
of 1,590,832 tons. 

The additions that have been made to equipment and the rebuilding and 
remodeling of same have resulted in increasing the average tractive power 
of locomotives in the last five years from 25,798 tractive power pounds 
to 28,091 tractive power pounds, and the ayerage capacity of freight 
equipment cars, in the same period, from 61,750 pounds to 73,004 pounds. 


TRAFFIC EXPENSES. 


This class of expenses amounted to $1,010,675.41, 
$91,955.30 over the previous twelve months. 


an increase of 
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TRANSPORTATION EXPENSES. 


The total cost of conducting transportation was $11,979,278.24, an 
increase of $1,385,713.14, or 13.08 per cent. over the preceding year. The 
increase is explained principally by the higher rates of wages paid 
employes. 

The ratio of transportation expenses to total operating revenue was 
31.79 per cent. as compared with 29.29 per cent. last year, an increase ot 
2.50 per cent. 

GENERAL EXPENSES. 

The expenditures under this heading amounted to $793,901.50, or 2.10 

per cent. of the total operating revenues. 
TAXES. 

The taxes accrued on your property and business during the year 

amounted to $1,145,476.69, or 3.04 per cent. of the Company’s revenue. 


FLOATING EQUIPMENT. 


The floating equipment of the Lehigh Valley Transportation Company, 
the entire capital stock of which is owned by your Company, has been 
well maintained. One steel tug, two 12-car steel floats, two covered barges, 
two steam hoisting barges, ten open lighters and eleven coal barges were 
purchased and received during the year. One car float and one barge 
were converted into cattle boats. One car float, one cattle boat, one 
covered barge and three lighters, unfit for further service, were condemned 
and sold. ' 

The equipment used by your Company and its affiliated companies con- 
sists of the following, assigned as indicated: 


Great Lakes. 


Name. Description. Capacity. 
Wilkes-Barre ....esee- Steel Steamship........... 6,000 tons. 
Mauch Chunk......... = Te | SGieiemmleteere 6,000 <“ 
Bethlehem ..ccccicvsss i Os cighwrerytalavece:sie 3,000 ‘ 
BOON 6545s dw eewewess bed _aemeneaees 3,000 “ 
eae ea A) aetna wrote oie 3,000 <“f 
TUBCOUOTS i sinve5ass44:e = - re eRe 3,000 ‘ 

One Fuel Lighter. One Tug 
New York AND CoASTWISE BUSINESS. 
20 tugs. 233 barges. 4 cattle boats. 


4 steam lighters. 25 car floats. 1 hoisting boat. 


4 work boats. 1 wrecking boat. 
ADDITIONS AND BETTERMENTS. 


The total expenditures for additions and betterments were $3,351,270.92, 
of which $980,549.42 was deducted from income. he classification of 
these expenditures, as prescribed by the Interstate Commerce Commission, 
is given in the accompanying tables. : 

Substantial progress has been made in the construction of the branch 
lines from Ashmore (formerly Lumber Yard) to a connection with the 
main line near White Haven. This undertaking, as mentioned in the 
preceding annual report, will be a valuable factor in reducing the cost 
of handling traffic in that region, particularly coal, as it will shorten the 
line from certain coal fields and provide a route with lower grades and 
less curvature than at present encountered. In connection therewith, the 
line between Laurel Junction and Silver Brook Junction is being changed 
from single to double track in order to provide for the increased move- 
ment of traffic in that vicinity upon the opening of the new route. It is 
expected that these improvements will be completed and in use within a 
few months. 

A branch, two and one-half miles in length, from a connection with the 
main line near Glendon to the plateau south of Easton, is under con- 
struction and rapidly approaching completion, making available a_ desirable 
site for the location of industries on the south side of the Lehigh River 
at Easton. 

The construction of additional third and fourth tracks has been con- 
tinued and there are now 67.60 miles of third track and 33.32 miles of 
fourth track on the system. An extension from Fullerton to Cementon, a 
distance of 3.72 miles, is completed, making a continuous four-track line 
of 19.61 miles through this congested territory. A further extension from 
Cementon to Treichler, a distance of four miles, is under way. 

94,987 feet, or 17.99 miles, of Company’s sidings and 17,688 feet, or 
3.35 miles, of industrial sidings were constructed on the system during 
the year. 

West of Roselle Park an objectionable depression was eliminated by 
raising 4,000 feet of the main line tracks a maximum of six feet. ; 

The change in alignment, eliminating a sharp reverse curve in the main 
line, and the construction of additional yard facilities at South Bethlehem, 
referred to in previous annual reports, have been completed. 

A freight yard with a capacity of 400 cars is being constructed at 
Richards (west of Easton) to provide facilities for handling the increasing 
local and interchange business in that territory, which is one of great 
traffic density. 

To provide facilities for interchange with other railroads and to com. 
pensate for sidings absorbed by third and fourth track extensions a new 
yard of 220 cars capacity was constructed at Catasauqua. | 

A combination freight and passenger station of hollow tile and stucco 
was built at Milan, and separate passenger and freight stations of similar 
construction at Cortlard. At South Bethlehem a concrete freight station 
was erected. New milk shipping stations were built at Erin and Wilsey- 
ville. Additions were made to the freight station at Wilkes-Barre and 
to the office buildings at Easton and Oak Island Transfer. A _ 16-stall 
concrete roundhouse was constructed at Coxton and a concrete boiler house 
at South Easton. 

A steel bulkhead shed was erected at Pier 34, North River, New York, 
made necessary by the transfer to that point of the freight station at 
Pier 44, the lease of the latter having expired. 

An additional platform 810 feet in length, with necessary tracks, was 
constructed at Oak Island Transfer, facilitating the delivery of eastbound 
less-than-carload freight to the New York Piers and eastern connections. 

Extensive repairs were made to various bulkheads, sheds, piers and docks 
at New York and Jersey City as well as to the cold storage and shipping 
trestles at the Perth Amboy and Tifft Farm terminals. a 

Property has been acquired at Rockdale to provide a gravity water 
supply with a storage capacity of 6,000,000 gallons, which eliminates the 
expense of pumping. . : 

New steel water tanks of 100,000 gallons capacity each, with 12-inch 
Standpipes, were erected at Tunkhannock, Laceyville and Reeders. 

A concrete ash pit with locomotive crane has been provided at South 
£aston, and an elevated ash pit at Canastota. : : 

The dredging of a 22-foot channel at the Tifft Farm Terminal in Buffalo 
to enable large vessels to reach the coal and ore docks, has been 
completed. 

Steel signal bridges, replacing bracket poles, are being installed on the 
four-track system, twenty of these bridges having been’ erected during 

€ year. 

Upper quadrant three position semaphore signals, nga | disc signals, 
have been installed between Parkview and: Roselle Park, and between Penn 
Haven Junction and Weatherly. 
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Visible and audible crossing alarms have been installed at Valentines, 
Glen Summit Springs, Wyalusing, Lodi, Kendaia and Lancaster. 

The telephone train dispatching lines have been extended east to Jersey 
City and Perth Amboy and west to Sayre. The entire system east of 
Sayre is now equipped with these facilities. The lines between Sayre and 
Buffalo are in course of construction and will be completed and in opera- 
tion at an early date. These improvements not only permit of a substantial 
saving in expenses, but very materially increase the efficiency of train 
dispatching. Further benefits in this direction will be derived as soon 
as passenger and freight trains are equipped with portable telephone sets, 
so that immediate communication may be had with dispatchers im case of 
accident or delay. This installation is now being made. 


FINANCIAL. 


As referred to in the last annual report, your Board of Directors, acting 
with the approval of the stockholders, authorized an increase in the 
common capiial stock from $40,334,800 to $80,000,000 and the issuance and 
sale of $20,220,550, or 404,411 shares, of such additional stock to share- 
holders at par. Proceeding under that authority the common capital stock 
of the Company has been ircreased by the issuance of 403,338 shares with 
a total par value of $20,166,900, being the entire amount offered to the 
stockholders, with the exception of 1,073 shares, or $53,650, which were 
unsubscribed. All stockholders having been notified of the terms and 
conditions of the subscription at their last known addresses, as well as by 
advertisement in the daily press, the subscription, under instructions of 
the Board of Directors, was closed on November 30, 1910. The proceeds 
were $20,166,900, against which have been charged only those expendi- 
tures representing capital outlays. 

The funded debt of the Company was reduced during the year by the 
retirement of $6,000,000 Secord Mortgage Seven Per Cent. Bonds, which 
matured September 1, 1910; $1,000,000 Collateral Trust Four Per Cent. 
Bonds, which matured in August and February; $1,170,000 Equipment 
Trust obligations which matured at various dates, including the small 
remaining issue of $180,000 of Equipment Trust Certificates, Series H, held 
in the treasury, a total permanent retirement of $7,170,000 of obligations. 
In addition, $2,268,000 Collateral Trust Four Per Cent. Bonds, $11,000 
Middlesex Valley Railroad Company Five Per Cent. Bonds and $571,90/ 
par value preferred stock and_$387,900 par value consolidated stock of the 
Morris Canal ard Banking Company, carrying dividends at the rate of 
ten per cent. ard four per cent. per annum, respectively, were purchased 
and placed in the treasury. As a result of the retirement or purchase of 
these several obligations, the fixed charges of your Company have been 
reduced $646,476 per annum. 

There have been received from the Trustee and placed in the treasury 
$10,000,000 General Corsolidated Mortgage Four Per Cent. Bonds, issued 
under the provisions of that mortgage to reimburse your Company for 
expenditures incurred in previous years for additions and betterments to 
the property and the retirement of equipment trust obligations, making 
$13,000,000 of such bords in the treasury. These with the $2,268,000 Col- 
lateral Trust Bonds, $2,400,000 Equipment Trust, Series I, Certificates 
and other securities now held as treasury collaterals available for sale or 
other use, place your Company in an exceedingly strong position financially. 

Additional Fifty-Year Five Per Cént. Gold Debenture Bonds have been 
issued to the Lehigh Valley Railroad Company by those subsidiary com- 
panies to which advarces were made for additions and betterments to their 
properties, the title, of necessity, being in their respective names. Such 
addiitonal bords are as follows: Lehigh Valley Railroad Company of 
New Jersey, $139,000; The Lehigh Valley Rail Way Company, $297,000; 
Loyalsock Railroad Company, $20,000; Pennsylvania and New York Canal 
and Railroad Company, $133,000, and Easton and Northern Railroad Com- 
pany, $5,000. 

Your Company has also received from the Wyoming Valley Water 
Supply Company $87,000 of its Fifty-Year Five Per Cent. Gold Bonds 
issued in paymert of advances made to that Company for capital expendi- 
tures in the development of its several water plants. 

The investmert your Company had in The Locust Mountain Coal and 
Iron Company, represented by the ownership of 6,618 shares of the capital 
stock of that Company, with a par value of $330,900, was sold for a cash 
consideration equivalent to the value thereof as carried on the books of 
the Company. 

Following the practice that has obtained for the past three years, the 
book value of the capital stock of Coxe Brothers & Company, Incor- 
porated, all of which is owned by your Company, was reduced by the sum 
of $1,000,000, Profit and Loss Account having been charged therewith. 
This fully covers whatever depreciation the property has suffered in the 
mining of anthracite coal from its lands. 

The value of materials ard supplies on hand at the close of the year 
amounted to $2,858,574.02. This is an increase over the preceding year 
and is due to large purchases of steel rails, ties and track fastenings at 
the close of the year, which are now being placed in the track. 

The increase in the advances to subsidiary real estate companies is occa- 
sioned by the purchase of various parcels of land for future terminal 
extensions, additioral right of way and for other purposes incident to the 
development of your property. 

Working Assets are $41,139,127.93 in excess of Working Liabilities, 

Semi-annual dividerds of five per cent. each were declared in December, 
1910, and June, 1911, upon the common and preferred capital stocks of the 
Company, payable respectively in January and July, 1911. 

The cash ard security balances have been verified and the accounts of 
the Company examined by certified public accountants, whose certificate 
as to the correctness thereof is attached. 


GENERAL REMARKS. 


The operations for the year under review have felt the full effect of the 
higher rates of wages paid employes. To this single factor may be ascribed 
almost entirely the ircrease in operating expenses apart from that naturally 
resulting from the transportation of a greater volume of traffic. As was 
mentioned in the last annual report, the principal increases granted to 
the various classes of labor employed by your Company were not effective 
until the latter morths of that year and so cause an unfavorable com- 
parison of the presert year’s operations with the past. Then, too, it must 
be recognized that the higher standard of present-day operations injects 
greater costs into the expense of transportation. The demands of the 
public are most exacting in the matter of equifhent, time, facilities and 
service generally which, in view of the keen competition prevailing, must 
be met. Although the additions and betterments. made to the property, 
together with various improvements ard economies in the method of trans- 
portation, have been of benefit in holding the cost of operations in check, 
they were not, in themselves, sufficient to offset the increase in the cost 
of labor. Nor has there been any curtailment in the appropriations for 
maintenance where it would mean simply deferring needed expenditures 
to a future year ana at greater expense. On the contrary, the property 
has been thoroughly mairtaired and it is in a most excellent and efficient 
condition. The high standard of service furnished shippers and the travel- 
ing public has likewise been sustained and new methods for its further 
improvement adopted as conditions would warrant. i 

Your Company in 1871 leased the property of the Morris Canal and 





624 


Banking Company. Since that time there have been but four years in 
which the canal property was able to earn its operating expenses. It has, 
therefore, been necessary for your Company to make up the deficits and, 
in addition, to pay the dividends of ten per cent. and four per _cent., 
respectively, on the preferred and consolidated capital stocks of the Morris 
Canal and Banking Company and all interest charges, as called for in the 
lease. Transportation on small inland canals like the one in question has 
become obsolete, and this canal cannot be made to pay its cost of opera- 
tion and is further complained of as an annoyance in many of the cities 
and communities through which it_ passes. egotiations have, therefore, 
been had with the State of New Jersey looking to its abandonment. It 
is proposed that any abandonment will comprehend the retirement of out- 
standing bonds and stocks of the Canal Company, the settlement of suits 
in regard to the rights of your Company in the “Basins” at Jersey City 
used as terminals, the sale and conveyance of the Canal Company’s 
property, the adjustment of certain taxes assessed upon the property used 
in the canal operations, etc. A Commission was appointed by the Legis- 
lature of the State of New Jersey to take up this matter, and an under- 
standing has been reached covering the adjustment of all questions at issue, 
and the Commission so reported to the Legislature. The latter thereupon 
instructed the Commission to prepare a bill for the abandonment of the 
canal and the disposition of its property and to submit the same at the 
next session of the Legislature, at which time it is hoped the matter will 


RAILWAY AGE GAZETTE. 


be satisfactorily closed. 


The operation of the Lehigh and New York Railroa 


d, which was leased 


to your Company in the year 1895, has resulted in a loss of $120,303.80 


for the year. 


holders of the Company owning that railroad in which, 
allegations, it was claimed that the bases used in arriving at the results 


of operation were incorrect. 
accountants were employed 


A suit was brought some time ago by certain of the stock- 


among other 


In connection with that suit, expert railroad 
by your Company to examine into the books 


and accounts covering the operation, which examination has not indicated 


any unfairness in the charges for the operation of that property. 


is still pending. 


The suit 


During the year sixty-eight new industries were located on the system, 


direct track connections 
56.84 per cent. 


year. 


having been made with twenty thereof. 

of the total operating expenses, including outside opera- 

tions, or $15,003,166.20, was paid direct to labor, 

an average of 21,654 employes during the 
The Company contributed $46,211.60 to its Employes’ R 


being distributed among 


elief Fund, which 


is an amount equal to the payments made by the employes themselves to 


that Fund. 


At the request of many of the stockholders the common capital stock 
of your Company was listed on the New York Stock Exchange in the 


month of November, 1910. 


Mr. William R. Butler, of Mauch Chunk, Pennsylvania, l 
director to fill the vacancy caused by the death of the Honorable Simon P. 


Wolverton. 


The acknowledgment of the Board 
employes of your Company for their loya 


ing the year. 


By order of the Board of Dinenines, 


was elected a 


is tendered to the officers and 
1 and conscientious services dur- 


. THOMAS, 


President. 


‘COMPARATIVE INCOME ACCOUNT FOR THE YEARS ENDED 
JUNE 30, 1911 AND 1910. 


OPERATING REVENUES:— 
Coal freight revenue....... 
Merchandise freight revenue 
Passenger revenue 
Mail revenue 
Express revenue 
Other transportation revenue 
Miscellaneous revenue 


Total operating revenues. 


OPERATING EXPENSES:— 
Maintenance of way 
structures 
Maintenance of equipment. 
Trafic expenses 
Transportation expenses.... 
General expenses 


Total operating expenses. 


Ratio of operating expenses 
to operating revenues.... 
Net operating revenue. 
OvurtsipE Operations, NET.... 


Totat Net REVENUEs 
Taxes ACCRUED ‘ 


OpERATING INCOME 


Orner INcOME:— 
Hire of Equipment—Balance 
Joint facilities rents—Credits 
Dividends on stocks 
Interest on bonds 
Miscellaneous income 


Total other income 
Tota, INcoME 


DepucTIONS FROM INCOME:— 
Interest accrued on funded 
debt 
Rentals of leased lines and 
guaranties 
Joint facilities rents—Debits 
iscellaneous deductions. ... 
Additions and betterments.. 


Total deductions from in- 
come .... 


Net Income 
*Deficit. 


1911. 


$17,155,534.15 
14,687,291.27 
4,568,029.75 
190,760.08 
453,819.83 
360,717.36 
271,250.55 


1910. 


$15,821,797.62 
14,757,799.34 
4,330,172.45 
193,859.75 
462,437.70 
356,165.22 
245,166.09 


Increase 
or Decrease. 
$1,333,736.53 
—70.508.07 
237,857.30 
—3,099.67 
—8,617.87 
4,552.14 
26,084.46 





$37,687,402.99 


$36,167,398.17 


$1,520,004.82 





$3,620,176.26 
6,003,286.95 
1,010,675.41 
11,979,278.24 
793,901.50 


$3,462,903.41 
5,995,810.09 
918,720.11 
10,593,565.10 
713,148.52 


$157,272.85 
7,476.86 
91,955.30 
1,385,713.14 
80,752.98 





$23,407,318.36 


$21,684,147.23 


$1,723,171.13 





62.11% 
$14,280,084.63 
*320,170.33 


59.95% 
$14,483,250.94 
*146,333.24 


2.61% 
—$203,166.31 
—173,837.09 





$13,959,914.30 
1,145,476.69 


$14,336,917.70 
1,106,761.89 


—$377,003.40 
38,714.80 





$12,814,437.61 


$13,230,155.81 


—$415,718.20 





$90,324.66 
244,756.92 
584,026.62 

46,121.00 
710,509.42 


$168,899.39 
240,114.27 
544,945.50 
24,860.17 
427,638.53 


—$78,574.73 
4,642.65 
39,081.12 
21,260.83 
282,870.89 





$1,675,738.62 


$1,406,457.86 


$269,280.76 





$14,490,176.23 


$14,636,613.67 


—$146,437.44 





$3,306,268.20 


2,286,103.97 
228,803.19 
168,993,88 
980,549.42 


$3,806,436.17 


2,316,473.00 
228,149.26 
148,154.41 
843,877.30 


—$500,167.97 


— 30,369.03 
653.93 
20,839.47 
136,672.12 





$6,970,718.66 


$7,343,090.14 


—$372,371.48 





$7,519,457.57 


$7,293,523.53 


$225,934.04 


Vor, 51, No. 13. 


PROFIT AND LOSS ACCOUNT FOR THE YEAR ENDED 
JUNE 30, 1911. 
Dr. Cr. 
$27,219,779.64 
7,519,457.57 


Balance, July 1, 1910 
Net income for the year ended June 30, 1911 
Expenditures for Additions and Betterments 
deducted from Income, excluding Lehigh 
and New York Railroad 
Miscellaneous adjustments 
Property abandoned 
Federal Excise Tax for calendar years 1909 
and 1910 
Reduction of-book value of capital stock of 
Coxe Brothers & Co., Inc 
Dividends: 
Five per cent. on preferred 
stock, paid July 14, 1910... 
Three per cent. on common 
stock, paid July 14, 1910... 
Five per cent. on preferred 
Stock, paid Jan. 14, 1911... 
Five per cent. on common 
stock, paid Jan. 14, 1911... 


967,829.00 

Da Seat 25,882.47 

$15,764.30 Rin me ye 
140,777.91 
1,000,000.00 


$5,315.00 
1,210,044.00 
5,315.00 
3,025,085.00 

————_ 4,245,759.00 scene sews 
30,330,647.47 ry ric 
$35,732,948.68 $35,732,948.68 
$30,330,647.47 


Balance, June 30, 1911 








Balance brought forward, July 1, 1911 





THE LEHIGH VALLEY COAL COMPANY. 
REPORT OF OPERATIONS. 


: PHILADELPHIA, September 18, 1911. 
The meee Sf pier, Recent mag i < gems aaet of the opera- 
ions conducted by e Lehi alle oal Compan 
ended oe 1311, zg y pany for the fiscal year 
he net income of the Company amounted to the sum of $1,512 F 
an increase of $376,301.42, as compared with the previous ce ene 

The total production of anthracite coal from lands owned, leased and 
controlled by The Lehigh Valley Coal Company and affiliated companies 
including that mined by tenants, was 9,021,206 gross tons, an increase of 
928,266 tons, or 11.47 per cent., as compared with the preceding year. 

The percentage of sizes above pea produced by the mining operations 
of the Company was 65.57 per cent., an increase of 1.03 per cent. 

The operations conducted on the Snow Shoe lands produced 236,930 
gross tons of bituminous coal, an increase of 1,952 tons. ‘ 

The total expenditures for improvements and betterments to the property 
deducted from income during the year amounted to the sum of $444,677 

In the earlier days of its history, The Lehigh Valley Coal ompany 
leased certain of its coal properties to a number of different parties for 
the mining of anthracite coal, under which it received as rental varying 
rates of royalty as the coal was won from the land. Whether the poor 
financial condition of the Company at that time rendered it impossible 
to raise funds to construct its own breakers for the purpose of increasin 
the production, or whether there were other reasons, is not apparent at 
this time. The present management, however, is not continuing such a 
policy, believing rather that the interests of the Company are best pro- 
tected by — its natural resources for its own use. Not only have 
the rentals received in the majority of such cases been small compared 
with the value of the property, but there have been many complications 
pains out of these old leases, as is natural in such an uncertain and 
hazardous enterprise as anthracite coal mining where the conditions are 
constantly changing. In certain instances the bans provided for the min- 
ing of coal from veins either above or below those mined by the Compan 
and vexatious questions have arisen in the matter of ventilation and Ya 
age. Then, too, the mining by a tenant is apt to be more wasteful than that 
conducted by an owner, resulting in the loss of considerable tonnage 
which might otherwise be won. It has recently, therefore, been the policy 
of your Company, wherever satisfactory terms could be agreed upon, to 
take over from its tenants their operations by a surrender of the lease 
aru: an ee. Soreemaae have been made by tenants 

nd in the way of breakers, machi inci 
_ ‘the ae wre Tico 4 » machinery or other property incident 
_ Two such leases were taken_over in the previous fiscal year : 
tioned in that annual report. During the elinat year the 4 ca. —_ 
ducted by the Austin Coal Company on the lands of your Company were 
assumed by the purchase of the entire capital stock of that company, the 
corporation passing out of existence by the expiration of its charter. In 
addition the lease made in 1884 of certain lands to Lentz & Company 
operating at Park Place, Delano and Mahanoy Townships, has been sur- 
rendered to your Company for a consideration that included the purchase 
of all the breakers, machinery and running supplies. Payment was made 
part in cash and the balance in short term five per cent. notes secured by 
a — — ng _, hapa 4 oye ered, the notes maturing 
instalments, wi e option i 

open nanls Gee, ; p of redemption by the Company 

xtensive operations are, conducted by your Company under a 1 f 
property known as the Everhart Lands, = which ee Company on for 
some time held a one-half interest. An additional interest, approximating 
four-tenths of the whole, was purchased during the year, leaving about 
a one-tenth interest outstanding. One, two and three-year five per cent. 
notes, in equal amounts, were given for the major portion of the considera- 
tion, the balance being paid in cash. 

The Company, further, has oe for cash the entire capital stock 
of The Locust Mountain Coal and Iron Company, which owns certain 
coal lands near Mt. Carmel, Pennsylvania, and from which your Company 
has been mining, under lease, for many years. 

Current Assets are $5,423,694.10 in excess of Current Liabilities. 

Certified public accountants have verified the books and accounts of 
the Company and have furnished a certificate to that effect. 

By order of the Board of Directors, 
E. B. THOMAS, 
President. 


PROFIT AND LOSS ACCOUNT OF THE LEHIGH VALLEY COAL 
COMPANY FOR THE YEAR ENDED JUNE 30, 1911. 


Dr. ir. 
eeeeses $3,393,442.67 


Credit balance, July 1, 1910 

Net income for year ended June 30, 1911..... 
Miscellaneous adjustments 

Balance, June 30, 1911 


veseeeeeee — 1,512,844.40 
OE | eae 
GRATIIRS §— sw nep eves 
$4,906,287.07 $4,906,287.07 


Credit balance brought forward July 1, 1911........ .-.  $4,864,199.83 











